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Specifications of a Standard American Locomotive, 
by the Grant Locomotive Works- 





Some months ago we announced that we proposed giving our 
readers a series of engravings of the standard engines manu- 
factured by different locomotive builders in this country. The 
double-page illustrations with this number are a partial fuifill- 
ment of that announcement. We hope soon to present our 


readers with similar illustrations of engines built by other 
makers. 


SPECIFICATION OF A LOCOMOTIVE ENGINE HAVING FOUR COUPLED 
WHEELS, AND A FOUR-WHEELED TRUCK, BY THE GRANT LOCO- 
MOTIVE WORES. 

General Description. 

Cylinders, 16 inches diameter and 24 inches stroke. 

Drivers, 61 inches diameter. 

Gauge, 4 teet 84 inches. 

Fuel, coal. 

Weight of engine in working order, with fuel and water, 
about 62,000 pounds. 

Wheel-base of engine, 21 feet 9 inches. 

Rigid wheel-base of engine, 8 feet. 

Boiler of extra hammered, cold-blast charcoal iron } inch 
thick, all horizontal seams double-riveted, 48 inches in diameter 
at smoke-box end, made wagon top and with one dome; to be 
well and thoroughly stayed in all its parts, provided with hand- 
holes on each coruer of fire-box and front fiue-sheet. 

: a of iron 140 in number, 2 inches diameter and 11 feet in 

ength. 

Fire-box 60 inches long and 62 inches deep inside, of best ho- 
mogeneous cast steel ; sides, crown and 
back sheets five-sixteenths inch thick, 
flue sheet seven-sixteenths inch thick, 
water space 34 inches sides, and back 
8 and 34 inches front. Stay-bolts seven- 
eighths inch diameter, screwed and riv- 
eted to sheets, and uot over 44 inches 
from center to center. Crown-bars made 
of two pieces of iron, 44 inches by j inch 
bearing on side sheets; placed not over 
44 inches from center to center, and se- 
cured by T bolts through crown and riv- 
eted; crown-bars raised from crown sheet 
Z inch. 

Grate, cast iron with rocking bars. 

Ask-pan, 12 inches deep, of No. Giron. 

Smoke-stack, cast iron, suitable for 
coal burning. 

Cylinders placed horizontally, each cyl- 
inder cast in one piece with half saddle, 
£0 as to be reversible and interchange- 
able; accurately planed, fitted and boited 
together. 

istons, brass and Babbit’s metals 
packing. 

Guides of steel fitted to guide-yoke. 

Valve motion most approved shifting- 
link motion, graduated to cut off equally 
at all points of the stroke. 

Links made of best hammered iron, 
well case-hardened. 

Rock shafts of wrought iron, journals 
$j inches diameter and 10 inches long. 

Reverse shafts made with arms forged 
on. 

Driving wheels 4 in number, 61 inches 
in diameter. 

Centers of cast iron, with hollow 
spokes and rim, and turned to 56 inches 
diameter to receive tires, and counter- 
balanced by lead in rim. ti 

Tires of cast steel, ehrunk on wheel 
centers—all flanged 5} inches wide and 
23 inches thick when finished. 

Crank pins of Vickers’ cast steel. 

Axles of hammered iron, journals 6} 
inches diameter and 73 inches long. 

Springs of best quality of cast steel. 

. Equalizing beams of most approved arrangement, with steel 
earings. 

Connecting rods of best hammered iron, furnished with 
straps, keys and brasses, accurately fitted to gauges. 

Frames of hammered iron, planed, slotted and drilled to 
templets. Pedestals cased with cast-iron wedges, to prevent 
wear by boxes. 

Pumps made of brass, fitted to gauges with valves and cages 
of hard metal; plunger of iron; cock in feed pipe regulated 
trom foot-board. 

Engine truck, wrought-iron frame with center bearing ; spoke 
wheels of approved pattern, 28 inches diameter. Axles of best 
hammered iron with inside journals, 44 inches diameter and 8 
inches long. Springs of cast iron. 

Furniture: Engiue to be furnished with sand-box, alarm and 
signal bells, whistle, two safety valves, steam gange, heater and 
gauge cocks, etc., also a complete set of tools, consisting of 
two jack screws, pinch bar, monkey, packing and flat wrenches, 
hammer, chisels, etc. 

Finish : cylinders neatly cased with brass; heads of cast 
iron ; steam-chests with cast-iron tops, bodies cased with brass; 
dome with brass casing on body and brass top and bottom 
mouldings; boiler lagged with wood and covered with Russia 
iron, secured by brass bands polished. 

Tender ; tank 2,000 gallons capacity, of No. 8 charcoal iron ; 
frame of selected oak, sheathed withiron and securely braced 
with corner castings and bolsters in cast-iron sockets, and 
mounted on two four- wheeled iron trucks; axles of best ham- 
mered iron, journals 3} inches diameter, 5} inches long; plate 
wheels 30 inches diameter, of approved pattern. 








An Engineering College in Japan. 


The Japanese Government has determined to establish a 
school of engineering in Yeddo. Mr. Henry Dyer, M. A., who 
has studied at the University of Glasgow under the late Prof. 
W. J. McQ. Rankine, has been oneene rincipal, Asan im- 
portant adjunct of the college, there will be erected a technical 
workshop, fitted with steam-engine, machine tools, and all the 
necessary appliances for familiarizing the young Ri apanese en- 
gineers with the principles of construstion, etc. 





—Mr. H. P. Regan, Assistant Superintendent of the Memphis 
& Charleston Railroad, has resigned his position. 

—Mr. 8S. Winter Plume has resigned his position as Superin- 
tendent of Bridges and Trestles on the Port Roya] Railroad, 





Sontributions. 
The Novel Devices Used in Sinking Foundations for 
the St. Louis and New York Bridges, and 


Who Invented Them. 





Sr. Louis, April 16, 1873. 
To tue Eprror or THe RarmRoap GAZETTE : 

I beg the favor of using your columns to correct some state- 
ments made by Colonel Washington A. Roebling, C. E., in a re- 
cent pamphlet entitled ‘‘ Pneumatic Tower Foundations of the 
East River Suspension Bridge.” 

I will briefly explain the caissons and air-locks designed and 
used by me in sinking the foundations of the St. Louis Bridge, 
to enable those who never saw them, nor the published plans 
of them, to understand more clearly the correction I wish to 
make. 

The caissons or air-chambers used may be likened to a huge 
inverted pan. They were really enormous diving bells, on the 
tops of which the masonry of the piers was laid. A circular 
shaft 10 feetin diameter, containing a spiral stairway, occupied 
the center of each caission and was secured air-tight to the roof 
of it. This shaft was open at the top and was built up with the 
masonry as the pier descended, the upper end of it being 
always kept above water. Thelower end of the shaft was clored 
by a strong iron floor to resist the pressure of the air confined 
in the air-chamber. This iron floor was only about three or 
four feet above the lowest part of the air-chamber. The cham- 
ber was nine feet high; consequently the shaft passed down 
through its roof, so that when the caisson finally reached the 
bed-rock, at a depth of about 130 feet below high-water mark, 
& person could descend the stairway and stand on the floor of the 
shaft within three feet of the rock, in atmosphere of the natural 








| have been more costly, and also enabled me to dispense with 








density. At the foot of the stairway, in the side of the shaft, 
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was an iron door opening into the air-lock, which was located 
adjacent to the shaft and within the chamber. On entering 
the lock, which was six or eight feet in diameter, this door was 
closed and the compressed air of the chamber was allowed to 
fill the lock. When this was done the inner doorof the lock 
could be swung open into the air-chamber, and the visitor could 
then step out of the lock on to the sand within and beneath the 
air-chamber. 

The part of the shaft within the chamber was formed of iron, 
and the upper part of white pine staves, varying in thickness 
from ten inches at the lower end of the shaft to three inches at 
the top. The staves were hooped together and formed hollow 
cylinders eight feet long. These, being placed one above the 
other and rabbited together, as the pier descended, were in- 
closed in brick-work, against which the heavy masonry of the 
pier was laid. 


The water penetrating the masonry compressed these staves 
and kept them tight without any caulking whatever, and 
avoided the necessity of making the shaft of iron, which would 


the still more expensive use of a water-tight envelope to inclose 
the entire pier—something which I believe had never been done 
before, but which was afterward done by Colonel Roebling in 
sinking the Brooklyn pier. I attempted to make the shaft of the 
east pier water-tight by building the part above the air-cham- 
ber in the form of a circular wall of hard brick 18 inches thick, 
carefully laid in cement, but at the depth of 60 feet the water 
came through it and the masonry of the pier so freely that I 
was compelled to retain the exterior envelope on that pier. In 
the west pier I avoided this difficulty by using the wooden 
lining, and thus dispensed ‘with enveloping that pier, This 
improvement was explained to Colonel Roebling during his ex- 
amination of the work in March, 1870, before the sinking of his 
first pier. 

Placing the lock at the bottom of the shaft and within the 
air-chamber made ingress and egress far more convenient than 
by any previous method, and rendered it unnecessary to make 
the shaft air-tight, It also enabled those who were employed to 





convey orders and instructions, or to supply tools or materials 
to the men working in the compressed air of the chamber, to be 
atthe buttom of the pier and close to them, witbout being 
themselves within it. As the pier descended, it became neces- 
sary to lessen very much the duration of time in which the 
workmen were exposed to the effects of the compressed air. 
When a pressure of 50 Ibs. per square inch was attained, they 
were only permitted to remain in it 45 minutes in the forenoon 
and 45 minutes in the afternoon. This constituted a day’s work 
foreach man. It was important, therefore, that none of this 
time should be expended in climbing or descending ladders 
within this dense atmosphere. A step above the ground brought 
them to the air-lock, within which they remained only long 
enough to allow the abnormal pressure to be let off, soas to 
permit the outer door to be opened, after which they emerged 
into the natural atmosphere at the bottom of the shaft. In the 
deepest pier, a lift or elevator was arranged to work in the 
center of the shaft, so that the workmen after coming out were 
raised, without further exertion, to the surface. 
Colonel Roebling says in his pamphlet, page 71: 


“The idea of placing the air-lock at the bottom ofthe air- 
shaft, below the water-level, in place of above it, in masonry 
caissons, is not new, having been proposed in England as long 
ago as 1831 by Lord Cochrane, and again by Wm. Bush in 1841, 
and still later, in 1850, by G. Pfaunmuller, of Mayence. It nev- 
ertheless remained for Captain Eads, in his St. Louis caiesone, 


to make the first practical application of the same on a really 
large scale in this country.” 


The only inference to be drawn from this statement is, that I 
simply copied what was suggested by some one else 40 years 


*eThose who feel an interest in this subject will find Lord 
Cochrane’s invention described in the English patent No. 
6,018. In it the Lord Admiral describes an ingenious applica- 
tion of the plenum pneumatic process to “ subterranean ex- 
cavations, sinkings or mines.” It com~ 
mences by sinking a hollow cast-iron 
cylinder in sections to form an air-tight 
shaft. On the top of these sectious he 
places the air-lock. Afler the shaft is 
sunk, a second lock is placed at the hori- 
zontal drift or tunnel entrance at the 
bottom of the shaft, and one or more 
locks are suggested beyond this latier 
one in the tunnel, “in order,” as he says, 
“to fill the space beyond the partition 
(or air-lock) with air in a greater degree 
of condensation than the condensed air 
wherewith the vertical shaft is filled. 
By this means the workmen who remain 
in the vertical shaft will not be required 
to work in air which is so strongly com- 
pressed as the air in which the work- 
men who are making the excavation at 
the end of the tunnel must work.” No- 
where in his patent does he suggest any 
means of dispensing with the upper air- 
lock. 

Iam surprised that Colonel Roebling 
should have overlooked the fact that by 
this plan it would be impossible to sink 
the vertical shaft to any considerable 
depth below the water line, if the shaft 
were not filled with condensed air. The 
plan, therefore, requires the air-lock to 
be taken off and replaced each time a® 
new section of the cylinder is to be 
added, as the sinking progresses. 

Lord Cochrane did not propose to sink 
his shaft without a lock on top of it, 
and by the method he describes he could 
not do so. Mine, however, were sunk 
without any locks on the tops them. of By his plan 
the shaft could not be sunk with the upper lock 
detached and the lower one attached; but mine were 
sunk precisely in this mavuner. The attempt to sink his 
shaft with this lower air-lock attached to its side and the upper 
one omitted, unless some other distinctive feature were first 
combined with Lord Cochrane’s device, would be as great an 
absurdity as one could commit. The Earl of Dundonald sug- 
gests no such absurdity, but says this lower lock is to be at- 
tached after the shaft is down. Imagine for a moment Colonel 
Roebling attaching his aimlocks to his shafts after they were 
down to their destination, when the work was ail or nearly all 
done. When Lord Cochrane’s shaft was down the chief work 
(drifting or tunneling) was yet to be commenced, and this made 
a lock in the tunnel entrance necessary. Yet Colonel Roebling 
says: ‘Tho idea of placing the air-lock at the bottom of the 
air-shaft, below the water level in place of above it, in masonry 
caissons, is not new, having been propcsed in Eogland as long 
ago as 1831, by Lord Cochrané.” 

Thisis evidently an error. In no part of bis patent did Lord 
Cochrane allude to “masonry caissons,” or to caissons of any 
kind whatever, or to anything liké a caisson. Neither did he pro- 
pose “‘ placing the air-lock at the bottom of the air-shaft, below 
the water level: in place of above it.” On the contrary he pro- 
posed to place it above the water level, and to keep it there to 
retain the compressed air in the shaft. 

The English patent of Wm. Bush, referred to by Colonel 
Roebling, is numbered 9,094. The statement respecting it is 
not open to the objection made against the reference to Lord 
Cochrane’s, for Mr. Bush’s description of his invention eon- 
forms to Colonel Roebling’s text. He does describe an air-lock 
at the bottom of an air-shaft below the water level in connec- 
tion with a caisson. I do, however, object to reference being 
made to me in this paragraph in a manner that leads the reader 
to infer that the location and arrangement of the air-shafts 
and locks in the New York caisson were due to the suggestion 
furnished by Messrs. Cochrane, Bush and Piaunmuller, instead 
of being copied directly from caisgons of my own design, which 
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were shown and explained to him and his consulting engineer, 
Mr. Horatio Allen, by me, in the Mississippi River, under the 
piers of the bridge at St. Louis, a year or two before they were 
put in practical use by him at New York. The identity of the 
plans can be readily seen by any one who will take the trouble 
of examining the drawings referred to, on page 73 of Engineer- 
ng for January, 1871, and the number for February 28, 1872. 

In the patent of Mr. Bush, the air-lock is not placed in the 
air chamber or lowest compartment of the caisson, like mine, 
but in one above it; and this chamber is separated frcm the 
lower or working one by a flap or horizontal door. The excavated 
material is thrown up from below through this door, and when 
the upper chamber is filled the workmen come out and close 
the door of the lower chamber. The opening of a second flap 
door above then enables the material to bo hoisted out. The 
air-shaft does not extend down into the lower or working cham- 
ber, nor even into the one above it. Noris the air-lock placed in 
this chamber ; hence the process of hoisting out the material 
and that of excavating cannot goon at the same time. I do not 
think other engineers, after examining Mr. Bush’s patent, will be 
likely to find any of his ideas used in the New York caisson. 

Colonel Roebling’s generosity to me in one point has made 
him unjust to himself, and has probably delayed his ackuowl- 
edgements to Herr Pfaunmuller. The credit he gives me for 
making the first practical application of Pfaunmuller’s ideas 
*‘on a really large scale in this country ” belongs exclusively to 
himself. The sections of the Brooklyn caisson published by 
Colonel Roebling will give the reader an accurate idea of the de- 
signs for the piers of the bridge at Mayence proposed in 1850 by 
Pfaunmuller.* They were not used, however, for that bridge, and 
T do not know of their having been put in use until their adoption 
by Colonel Roebling in the Brooklyn caisson. Pfaunmuller’s 
plans show the air-locks placed on the top of the caisson, with a 
flap door in the top and one in the bottom of the air-lock. The 
bottom of the air-lock is seventeen feet above the bottom of 
the air-chamber ; hence the ground within the chamber would 
have to be reached by a ladder from the lock. The arrangement 
of locks and supply shafts for introducing concrete into the air- 
chamber, as shown.on the sectional drawings of the Brooklyn 
caisson, are in exact accordance with the plans proposed hy 
Pfaunmuller in 1850. 

The reader will only have to examine the published sectional 
drawings of Colonel Roebling’s two caissons, to see the plans 
that were copied from Pfaunmuller’s designs and those which 
were copied from mine. He will then be able to judge how far 
Colonel Roebling is justified, after appropriating my plans 
without acknowledgement, in leading the public to infer that 
they were simply what had been proposed by Pfaunmuller 19 
years before I thought of them. By antedating Pfaunmuller’s 
improvements also, by those of Bush and Cochrane, he avoids 
all obligation to the former, while copying his plans into the 
Brooklyn caisson. The reader will, I. think, perceive a very 
marked improvement in the designs of the German over his 
two English predecessors. 

I trust I shall not be understood as finding fault with Colone] 
Roebling for copying my plans in his New York caisson. On 
the contrary, I hold it to be the duty of an engineer to use the 
surest and most economic methods which are known, in ac- 
complishing his work; and, if possible, to improve upon those 
methods. Nor is the inventive talent whereby it is frequently 
possible to improve on the plans of others, or to devise new 
ones, at all necessary to constitute an able engineer, or to in- 
gpre professional success. It is of much greater importance 
that the engineer on whom rests the responsibility ofa great 
work should be competent to select the best devices. proposed 
by his assistants, or used by others, than to be able to invent 
novel ones himself. The obligation to adopt ‘the best is, how- 
ever, not incompatible with a generous regard for the rights or 
merits of others, and his professional reputation will never suf- 
fer by giving such credit to them as may be justly due. 

Colonel Roebling’s failure for the past three years to credit 
moe with the plans appropriated by him was not deemed of suffi- 
cient moment to cause me to trouble the public with the mat- 
ter; but having frequent occasion myselt for them, when de- 
signing foundations of other works, his emission being now 
coupled with an effort to deprive me of all merit of originality 
in them, compels me, most reluctantly, to correct his state- 
ments and show my right to use my own property. 

James B. Eaps. 








Central Pacific Railroad Works. 





To tae Eprror OF THE RatLRoaD GAZETTE: 

Through personal inspection and from a. recent article in the 
Sacramento Record, I am enabled to give you a tolerably 
minute account of the great works belonging to the Central 
Pacific Railroad Company, situated in Sacramento, California. 
Nine years ago, when this railroad was known among the San 
Francisco stock sharps as the “Dutch Flat Swindle,” all its 
work was performed in a little wooden building, 24x100 feet, by 
less than twenty men. To-day this “Swindle” has grown, 
bought and married—tu felix nube, Austria—in California and 
the territories until its works in Sacramento alone employ over 
1,200 mez. And besides this there are other shops, employing 
hands as follows : Oakland Point, 150 men ; Lathrop, 40 ; Rock- 
lin, 80; Truckee, 50; Wadsworth, 125; Carlin, 170; Terrace, 
125; Ogden, 40. 

On the northern skirts of Sacramento a few years ago there 
lay an extensive tract of overflowed and swamp land, annually 
slimed over by American River, which belonged to the city. 
By way of pré-eminonce it was called “ the slough ”—Sacra- 
mento is environed with sloughs—and was worthless to the city 
or to anybody else. This tract was ceded to the railroad com- 
pany, and by them was graded up, like the city itself, some- 


* These can be found on page 32 of Erbkam’s Journal for 1860 
(published in Berlin), and alsoina pamphlet pyblished jn 1950 by 
Pfaynmulley in Mayence, 





times as high as twenty feet, at an enormous expense. On this 
foundation, seeming like an island, with arms stretching away 
in various directions among the miasmatic and reeking sloughs 
and between the clumps of cottonwood, have grown up the 
vast works, which are perhaps not surpassed by any in the 
Union. The railroad itself is enabled to enter the city and run 
alongside the embarcadero only by means of a high embank- 
ment, surrounding the city on three sides and serving also as a 
levee in high water; but these works are outside even of this 
levee. 

At present there are three great departments only—the car 
department, the locomotive department, and the purchasing or 
supply department. To these it is intended to add shortly the 
manufacture of car wheels and a department for rolling mills, 
also other minor industries. 

THE CAR DEPARTMENT. 

The main shop is 90x230 feet, two stories in height, of which 
the lower is devoted to machinery and framing purposes. Here 
may be found all the machinery for wood-working to be seen 
in any car-shop in the country, and one machine which it is 
claimed cannot be seen elsewhere in the worid. It is called 
the “tenon and gain machine.” All center sills for the con- 
struction and repair of cars are framed by it, and it will turn 
out 400 of these sills every ten ‘hours, with the labor of only 
twomen. It was designed and constructed in the company’s 
shops. 

On theisecond floor are the cabinet shop, pattern shop and 
upholsterer’s shop. All the finer work of passenger and sleep- 
ing cars, the doors, windows, sashes, veneers, etc., are made in 
the first-named shop ; also all the furniture for the stations and 
offices along the road. In the pattern shop are a multitude of 
curious and intricate matters, filling a whole attic, from the 
pattern of a brass nut to a locomotive driving-wheel. All these 
are ranged, in order, with the number and place of every ob- 
ject set down in a book, so that the foreman could go in the 
night and lay his hand on any one desired. The upholstery 
shop employs twelve men constantly and two Singer’s sewing 
machines, run by powet. Here are repaired, cleaned and re- 
colored the plush and other seat-coverings, and all the bed- 
linen, not only of the road, but of its numerous tributary 
steamboats, is made up here. There isa machine for picking 
hair to be stuffed into the cushions. 

The L of the car-shop is 90x303 feet, and in one room there 
is a machine which drills six holes at once, one man doing the 
work of six by the old method. 

The capacity of this shop is six box freight and six flat cars 
per day; one sleeping and two passenger cars per month ; be- 
sides the repairing. The.whole building is of brick, with a pile 
and granite foundation, and a truss roof covered with corru- 
gated iron. 

The paint-shop is of the sane matarial as tho above, 70x242 
feet, with five Ls, each witha track leading from the main 
shop. In California the all-pervading dust of summer is a great 
auisance in a paint-shop, and it has to be excluded from these 
oy doors fitting very closely. ‘ 

The draughting work is well looked after. Thore is a chief 
lraughtsman over the locomotive department, and one over the 
car department, and all new work must pass. beneath their eyes, 
3o that the mechanics have nothing to do but put into wood 
and iron what has been put on paper. There is absolutely no 
“cutting and trying.” 

Between the car and paint shops is the transfer table, 60x262 
feet, running ona double track of railroad iron. This table 
will hold one car, and is propelled by power from the car-shop, 
all working underground by means of an endless chaia and two 
wooden friction pulleys. Eleven tracks lead from the table. 

The dry-house is 40x130 feet, with « boiler-room 16x24. Small 
cars are loaded with green lumber and shot into the house on 
an iron track, beneath which is 1,000 feet of many-branched 
pipe, filled with hot steam. In case of fire the whole building 
can be filled with wat steam in a minute, basides which there is 
a steam fire-pump, with hydrants and hose, inside and outside 
the building. Both the dry-house and ths lumber-shed are of 
wood. 

The freight-car repair-shop is of wood, 36x £30 feet. 

The foundry is also of wood. H2re are being cast the im- 
mense iron colum is forthe company’s new and magnificent 
headquarters in Sin Francisco. Some time ago preparations 
were made for the casting of car-wheels, and some hundreds 
were cast; but owing to the lack of ground space—for which 
the company is constantly cramped—it was found impracticable 
to turn out wheels as fast as they were required, and the un- 
dertaking was temporarily abandoned. As soon as they can 
make land enough—Califoraia has oaly 155,000 square miles, 
and therefore cannot spare any—it is intended to resume the 
work, and furnish all the wheels the company use. In the 
foundry there is a ponderons iron drop for breaking up scrap 
castings. Itis elevated by a wire rope, and comes down with 
a crash like an earthquake. The amount of iron melted in 1872 
was over 8,000 tons, and the coal consumed was 900 tons. The 
castings turned out averaged $30,000 a month. 

In the blacksmith shop, 80x315, there are fifty forges and two 
furnaces, one for making up scraps into slabs or blooms, and 
another for the manufacture of car-and locomotive springs. 
Another is being constructed for working scrap and making 
steamboat shafts. Among the michines here may be men- 
tioned a steam hammer that strikes with a momentum of four 
tons, and a turning michine for formiag bolaters‘and arch-bars 
for cars, stamping them into shape at one stroke. It was de- 
signed by the company’s chief draughtsman, George Stoddard. 
The blast ig furnished by two of the largest-sized Sturtevant 
blowers, making 2,500 revolutions a minute. Machinery is be- 
ing constructed for the repair of rails which have become worn 
and batteredat the ends. A shaft for one of the Bay steamers, 
28 feet long, 12 inches in diameter, and weighing 6 tons, was 
recently make here entirely of scrap iron, which had first been 
pressed into slak. It was the first job of the kind done on the 





coast, . 





During 1872 over 1,500 axles, worn small at the journals, were 
cut off and new ends welded on, composed entirely of scrap, at 
a saving of $5 per axle. 
The wash-house is of wood, 40x 60, and is used- for washing 
the dirty and greasy waste used on locomotives. This waste is 
picked up and saved at various points on the road, and shipped 
every month to Sacramento to be cleansed, which is done ata 
cost of five-cents a pound, while the new article costs twenty 
cents. The cleaning machine has ten stamps, operated like 
those of a quartz mill, with a large ball of rubber on the end 
of each stamp. The waste is steamed, then put in here and 
pounded, and afterward run through vats furnished with rub- 
ber rollers, then into clean hot water, and finally on to the dry- 
ing rack. A thousand pounds can be cleansed daily. 
LOCOMOTIVE DEPARTMENT. 
One building, made of brick and roofed with corrugated iron, 
covers the engine, boiler room and fire room. There are four 
boilers, 16 feet long by 54 inches in diameter, each containing 
60 3}-inch tubes. The testis 125 pounds cold-water pressure. 
The daily fuel consumed is about 14 cords, being chiefly shav- 
ings and cuttings from the car shops. 
There are two Corliss engines, one of 150 horse-power and 
one of 60. The larger one has run 168 hours without stopping, 
and in four years’ service has never ‘‘ missed a revolution.” It 
was constructed on the coast, while the smaller one is of East- 
ern manufacture. 
The fire room contains two large Knowles’ steam pumps, ard 
three hose carriages, each carrying 500 feet of carbolized hose, 
corporation size. The pumps are connected with 1,500 feet of 
main and 8,000 feet of branch pipe, radiating all through the 
yards, and leading to 25 large double hydrants, whereby a 
stream of water can be directed on any point of the works in 
two minutes after the alarm. Besides, there are 45 small sin- 
gle hydrants, each with 50 feet of 14-inch hose, Thereisa 
regularly organized Fire Dapartment, consisting of three hose 
companies, andembracing in all 35 men. This fire brigade is 
governed by a set of 11 rules, one of which is that if a member 
fails to turn out on a day alarm, he shall be fined one day’s 
wages; and another, that if he fails to respond to a night 
alarm, he shall be discharged from the company’s employment. 

In the boiler shop are made the boilers for the company’s lo- 
comotives and steamers, also the oil tanks used in transporting 
oilin bulk fromthe East. One end of the shopis deyoted to 
the manufacture of 3-inch water pipe, to replace the wooden 
logs used along the route, of which 60 miles will be required. 
A machine designed and built on the grounds punches 40 rivet 
holes at a time, and a pair of shears will clip 36 inches of sheet 
iron at a stroke. The water pipe is all dipped in a hot bath of 
coal tar and asphaltum, and every joint is rigidly inspected be- 
fore being sent out on the road. 

In the machine shop, 100x400, there are 14 pits, three of 
which are used in the construction of locomotives, and the 
remainder in the repair of engines which require a general 
overhauling. Worthy of especial mention here is a planer, 
which has & 36-foot bed and a 6-foot swing. 

Overhead is a transfer table, 50 feet long, running the whole 
length of the shop, and possessing a lifting power of 50 tons, 
by means of which the largest 10-wheel locomotive can he 
hoisted from its wheels and set on blocks in 40 minutes after 
it enters the shop. During 1872, four locomotives were rebuilt, 
and 57 had general repairs. About 60 per cent. of the expense 
went to repairs and 40 to construction, but henceforth these 
figures will be reversed, as the construction of locomotives will 
be done here, and the amount of repairs lessened. 

The round-house is of brick, and contains 29 stalls, 60 feet 
long. A feature of this building is a small engine in the cen- 
ter of it, fed by pipes from outside boilers, used for turning a 
small lathe, drill, grindstone, etc., to save the workmen the 
trouble of running to another part of the works for trifling 
repairs of tools. 

PURCHASE AND SUPPLY DEPARTMENT. 

The store is a wooden building, 40x90 feet, wherein are kept 
all the supplies, stores, tools, material, etc., required in the 
several departments, all under charge of the General Supply ~ 
Agent. 

An interesting feature in this quarter is the handiing of the 
oils required for lubrication and illumination. Three cylindri- 
cal iron tanks, built on cars, each having a capacity of 3,600 
gallops, divided into three compartments, are kept running all 
the while between Sacramento and Cincinnati, to supply the 
roads and steamboats with oil, besides large quantities pur- 
chased in California. These tank cars are also intended, when 
arrangements can be perfected, for the transportation of whale 
oil from this coast to the Eastern States—a business which will 
presently assume considerable dimensions, for the little port of 
San Diego has already completed negotiations for the shipment 
of that article direct per the Pacific Mail steamers. When 
these tank cars arrive from Cincinnati, they are stationed in 
front of the oil-house, and pipes are connected with the bottom 
which communicate with either of the seven underground 
tanks, each of which has a capacity of 1,600 gallons. In an 
hour they are emptied, and the same day return eastward for 
another cargo. 

Not less than 4,000 gallons of lard oil and the same quantity 
of petroleum oil are used monthly for the lubrication of cars 
and engines. There is also consumed 2,000 gallons of head- 
light or coal oil per month, to light locomotives, cars, boats, 
offices, etc. The only quality of this oil used is that which is 
refined to the point of resisting combustion up to 175°. There 
is also required about 400 gallons of sperm oil per month for 
brakemen’s lanterns and the like. 

In 1872 there was expended for goods purchased in California 
$1,171,842.69 ; for goods purchased in the East, $577,411.35." 
Amount of wrought iron bought, 4,117,053 pounds; pig iron, 
1,279 tons. 

FRUIT CARS. z 

As a sort of attendum to the car department, something may 




















be said of the company’s refrigerating fruit cars, which are 
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probably peculiar to California. From a very humble begin- 
ning, the transportation of fruit eastward has become a busi- 
ness of magnitude, one farmer alone, C. F. Reed, of Knight’s 
Landing, Yolo County, having sent last season, according to 
my recollection, over thirty car-loads of green fruit, some of it 
even as far as Liverpool. In 1872 there were forwarded from 
California by rail 3,112,749 pounds of green fruit, of which 
1,081,985 pounds went to the States, while the remainder 
halted along'the Territories, etc. So rapidly is the business 
increasing, that 15 new cars were turned out of the company’s 
shops last year to accommodate it. 

The best success has attended the use of a patent called 
Booth’s refrigerating car, which is constructed as follows: 
There is an inner or false ceiling, wall and floor all around the 
car, and at each end of it a compartment three feet wide, in 
which to carry sacks of pounded ice and salt. Inside the car 
are placed twelve galvanized iron tanks a foot wide, reaching 
from the floor to the ceiling, which contain ice and rock salt. 
At the bottom and connectirg with each tank is an iron pipe to 
carry off the water from the ice, and provided with a gooseneck 
to prevent the air from entering the car. In the roof are two 
fans, which are worked by the wind caused by the motion of the 
car, communicated through two duplicate fans outside. The 
heated air in the car rises, and is propelled by the fans down 
through the ice-chambers, where it is cooled. The gases ex- 
haling from fruit are also carried through these chambers, 
where they condense and adhere to the sides in the shape of 
frost, which is scraped off by a man attending the car. By this 
meats an equable and cool temperature is maintained in the 
car all the while. 

SUMMARY. 

Over 1,200 men are employed in these works, with a pay-roll 
of $1,000,000 or more per annum. The amount of stock con- 
sumed exceeds in value $2,500,000 a year. There are used 
7,000,000 feet of lumber, 3,000,000 pounds of cast, and 3,500,000 
pounds of wroughtiron. Of this large expenditure 58 per cent. 
is for repairs. In 1872 there were manufactured 630 box freight 
cars, 200 flats, 32 caboose cars, 15 fruit cars, 25 dump cars, 4 
water cars, 3 oil cars, 2 U. 8. postal cars, 45 hand cars, 25 sec- 
tion cars, 1 dfrectors’ car. STEPHEN PowERs. 








“Some Useful Formule” Again. 





To THE EpiTor oF THE RAILROAD GAZETTE: 

I notice in your issue of May 3 a note by Mr. G. H. Sykes, 
C. E., on the miscellaneous list of formule that I sent you, and 
which was published in your issue of April 12. Mr. Sykes 
does me a slight injustice in saying that I stated that “ none of 
them had ever been in print before.” WhatIdid say was: 
‘** None of them have ever been in print before that I know of.” 
The “Manual of Railway Engineering in Ireland,” by C. P. 
Cotton, is not in Van Nostrand’s catalogue, gnd I doubt ifa 
copy is on sale in this country. 

In formula 7, copied from memory, after long disuse, some 
errors crept in, and it was not put in the most convenient form 
for use. I give it below in better shape. 

7. On d DEGREE CURVE, ORDINATES FOR BENDING RAILS, 


30 fect rails, 1-5 of 4 
28 it “ 1 6 we ot 
26 io iid 1-7 “ “* 
24 w“ “ 1 8 “ “ 
22 “ “ 1-9 “ “ 
20 -“ “ 1-11 “ ow 
18 wo ow 1-14 “ we 


d 
It will be observed that the fractional coefficients of ry de- 


crease regularly down to 20 feet rails, and are hence easily re- 
membered. 

Your type-setter played havoc with the demonstration to for- 
mula 10, but I presume it can be deciphered by those wishing to 
do so. A. M. WELLINGTON. 








Masonry- 





CrncrnnaTI, May 3, 1873. 
To THE Eprror OF THE RatLROAD GAZETTE : 

Dear Sir—In your valuable publication I have read many 
interesting articles on almost all branches of railroad engineer- 
ing. Almost, I say, for there is one branch upon which I have 
seen very few—that is masonry. I would suggest, therefore, 
that some old, experienced engineer send some contributions 
on the above subject. I am sure it would interest all. 


Geo. 8. H. 








Mr. Loughridge and Power Brakes. 





Curcaco, May 4, 1873. 
To THE Eprtor oF THE RAILRoAD GAZETTE: 

In the reply of Mr. Loughridge to the Gazerre’s notice of 
his brake in the issue of the 26th ult., that gentleman’s chief 
aim seems to be to show how to overcome a difficulty that does 
not really exist. In admitting that a half mile must be run to 
obtain sufficient braking power, he loses sight of the fact that 
before coupling to the train the engine has run a considerable 
distance in coming from the house, taking fuel and perhaps 
water. There are few stations in the United States where an 
engine before taking its train will run less than an eighth of a 
mile—generally much more. This is equal to 38 or 40 revolu- 
tions, and as the pressure increases very fast with the first few 
strokes, it will easily give from 12 to 15 lbs. per square inch. 

Asa train must first be started before it is stopped, and as 
railroad companies are not apt to select a station for division 
headquarters on the side of a hill so steep as to oblige the en- 
gineer to apply the brakes when the wheels commence revolv- 
ing, it follows that by the time a train would have sufficient 
headway to require much power to stop it, that power would 
not be wanting. 

The use of no power brake, however reliable, should justify 
the conductor in allowing the brakemen to relax their watch- 


fulness, for their duties are now so lightened that they can 
well afford to hold themselves in readiness to answer the 
“brakes” call the “ first” or any other ‘half mile” as promptly 
as of old. 

In conclusion, the writer would remark that there is a brake 
in use on the Chicago, Danville & Vincennes Railroad where 
the manner of compression is similar to Mr. Loughridge’s. It 
gives uniform satisfaction. Such pumps co3t much less to 
apply and maintain than an independent apparatus, do not 
require an artist to repair them, and rarely fail to work. 
Mason. 











The New lilinois Railroad Law. 





The following is the railroad bill as finally passed by both 
Houses of the General Assembly of Illinois, on the 1st inst. : 


A Bri. for an act to prevent extortion and unjust discrimina- 
tion in the rates charged for the transportation of passengers 
and freights on railroads in this State, and to repeal an act 
entitled “‘an act to prevent unjust discriminations and ex- 
tortions in the rates to be charged by the different railroads 
in this State for the transportation of freights on said roads,” 
approved April7, A. D. 1871. 

Srction 1. Be it enacted by the People of the State of IWinois, 
represented in the General Assembly, If any railroad corporation, 
organized or doing business in this State, under any act of in- 
corporation, or general law of this State, now in iorce, or which 
may hereafter be enacted, or any railroad corporation organ- 
ized, or which may hereafter be organized under the laws of 
any other State, and doing business in this State, shall charge, 
collect, demand, or receive more than a fair and reasonable rate 
ot toll or compensation, for the transportation of passengers or 
freight of any description, or for the use and transportation of 
any railroad car upon its track, or any of the branches thereof, 
or upon any railroad within this State which it has the right, 
license, or permission to use, operate, or control, the same shall 
be deemed guilty of extortion, and upon conviction thereof 
shall be dealt with as hereinafter provided. 

Sec. 2. If any railroad corporation aforesaid shall make any 
unjust discrimination in its rates or charges of toll, or compen- 
sation, for the transportation of passengers or freight of any 
description, or for the use and transportation of any railroad 
car upon its said road, or upon any branches thereof, or upon 
any railroads connected therewith, which it has the right, 
license, or permission to operate, control, or use, within this 
State, the same shali be deemed guilty of having violated the 

rovisions of this act, and upon conviction thereof shall be 

Boalt with as hereinafter provided. 

Sxc. 3. If any such railroad corporation shall charge, collect 
or receive for the transportation of any passenger, or freight of 
any description, upon its railroad, for any distance within the 
State, the same, or a greater amount of toll or compensation 
than is at the same time charged, collected or received for the 
transportation, in the same direction, for any passenger, or like 
quantity of freight of the same class, over a greater distance of 
the same railroad; or if it shall eharge, collect or receive, at 
any point upon its railroad, a higher rate of toll or compensa- 
tion for receiving, handling or delivering freight of the same 
class or like quantity, than it shall, at the same time, charge, col- 
lect or receive at any other point upon the same railroad ; or if 
it shall charge, collect or receiye for the transportation of any 
passenger, or freight of any description, ovr its railroad, a 
greater amount as toll or compensation than -!all, at the same 
time be charged, collected or received by it 1.1 the transporta- 
tion of any passenger, or like quantity of freight of the same 
class, being transported in the same direction, over any por- 
tion of the same railroad, of equal distance; or if it shall 
charge, collect or receive from any pereon or persons a higher 
or greater amount of toll or compensation than it shall, at the 
same time, charge, collect or receive from any other person or 
persons for receiving, handling or delivering freight of the same 
class and like quantity, at the same point upon its railroad ; or 
if 1t shall charge collect or receive from any person or persons, 
for the transportation of any freight upon its railroad, a higher 
or @ greater rate of toll or compensation than it shall, at the 
same time, charge, collect or receive from any other person or 
persons, for the transportation of the like quantity of freight 
of the same class, being transported from the same point in the 
same direction, over equal distances of the same railroad ; or 
if it shall charge, collect or receive from any person or persons, 
for the use and transportation of any railroad car or cars 
upon its railroad, for any distance, the same or a 
greater amount of toll and compensation than is at the same 
time charged, collected or received from any other person or 
persons, for the use and transportation of any railroad car of 
the same class or number, for a like purpose, being transport- 
ed in the same direction, over a greater distance of the same 
railroad ; or if it shall charge, collect or receive from apy per- 
son or persons, for the use and transportation of any railroad 
car 6r cars upon its railroad, a higher or greater rate of toll or 
compensation than it shall, at the same time charge, collect or 
receive from any other person or persons, for the use and trans- 
eee 98 on any railroad car or cars of the same class or num- 

er, for a like purpose, being transported from the same point, 
in the same direction, over an equal distance of the same rail- 
road ; all such discriminating rates, charges, collections or re- 
ceipts, whether made directly or by means of any rebate, draw- 
back, or other shift or evasion, shall be deemed and taken, 

—_- such railroad corporation, as prima-facie evidence of 

the unjust discriminations prohibited by the provisions of this 

act, and it shall not be deemed a sufficient excuse or justifica- 
tion of such discriminations on the part of such railroad corpo- 
ration that the railway station or point at whichit shall charge, 
collect or receive the same or less rates of toll or compensation, 
for the transportation of such passenger or freight, or for the 
use and transportation of such railroad car the greater distance 
than for the shorter distance, is a railway station or point at 
which there exists competition with any other railroad or means 
of transportation. This section shall not be construed 80 as to 
exclude other evidence tending to show . unjust discrimina- 
tion in freight and passenger rates. The provisions of this 
section shall extend and apply to any railroad, the branches 
thereof, and any road or roads-which any railroad corporation 
has the right, hi or permission to use, operate or control, 
wholly or in part, within this State. Provided, however, that 
nothing herein contained shall be so construed as to prevent 
railroad corporations from issuing commutation, excursion or 
thousand-mile tickets, as the same are now issued by such cor- 

porations. j 
Src. 4. Any railroad company guilty of extortion, or of mak- 

ing any unjust discriminations as to passenger or freight rates, 
or the rates tor the use and transportation of railroad cars, or 
in receiving, handling, or delivering freights, shall upon con- 
viction thereof, be fined in any sum not less that one thousand 
dollars ($1,000), nor more than five thousand dollars ($5,000), 
for the first offense; and for the second offense not less than 
tive thousand dollars ($5,000), nor more than ten thousand dol- 
lars ($10,000), and for for a third offense of not less than ten 
thousand dollars ($10,000), nor more than twenty thousand 
dollars ($20,000) ; and for every subsequent offense and con- 
viction thereof, shall be liable to a fine of twenty-five thousand 
dollars ($25,000) ; Provived. that in all cases under this act 
either party shall have the right of trial by jury. 

Src. 5. The tines hereinafter provided for may he recovered 











in an action of debt, in the name of the People of the State of 


pos 


Illinois, and there may be several counts joined in the same 
declaration as to extortion and unjust discrimination, and as to 
passengers aud freight rates, and rates for the use and trans- 
portation of railroad cars, and for receiving, handling or deliv- 
ering freights. If, = the trial of any cause instituted under 
this act, the jury shall find for the people, they shall assese and 
return with their verdict the amount of the fine to be imposed 
upon the defendant, at any sum not less than one thousand 
dollars ($1,000), nor more than five thousand dollars ($5,000), 
and the Court shall render judgment accordingly; and if the 
jury shall find for the people, and that the defendant has been 
once before convicted of a violation of the provisions of this 
act, they shall return such finding with their verdict, and shall 
assess and return with their verdict the amount of the fine to 
be imposed upon the defendant, at any sum not less than five 
thousand dollars ($5,000), nor more than ten thousand dollars 
($10,000), and the Court shall render judgment accordingly ; 
and if the jury shall find for the people, and that the defendant 
has been twice before convicted of a violation of the provisions 
of this act, with respect to extortion or unjust discrimination, 
they shall return such finding with their verdict, andsh ll as- 
sess andereturn with their verdict the amount of the fiue to be 
imposed upon the defendant, at any sum not Jess than ten 
thousand dollars ($10,000), nor more than twenty thousand 
dollars ($20,000); and in like manner for every subsequent 
offense and cvnviction such defendant shall be liable to a fine 
of twenty thousand dollars ($20,000): Provided, that in all 
cases under the provisions of tuis act a preponderance of evi- 
dence in favor of the ple shall be sufficient to authorize a 
verdict and judgment for the people. 

Sec. 6. If any such railroad corporation shall, in violation of 
any of the provisions of this act, ask, demand, charge, or re- 
ceive of any person or corporation any extortionate charge or 
charges for the transportation of auy passengers, goods, mer- 
chandise, or — rty, or for receiving, handling, or delivering 
ireights, or shal make any unjust discrimination against any 
person or corporation in its charges therefor, the person or cor- 
poration so offended against may, for each offense, recover of 
such railroad corporation, in any form of action, three times 
the amount of the damages sustained by the party aggrieved, 
together with costs of suit and a reasonable attorney's fee, to 
be fixed by the Court where the same is heard, on appeal or 
otherwise, and taxed as a part of the costs of the case. 

Sec. 7. It shall be the duty of the Railroad and Warehouse 
Commissioners to personally investigate and ascertain whither 
the provisions of this act are violated by any railroad corpora- 
tion in this State, and to visit the various stations upon the line 
of each railroad for that purpose as often as practicable : and 
whenever the facts in any manner ascertained by said Commis- 
sioners shall in their judgment warrant such prosecution, it 
shall be the duty of said Commissioners to immediately cause 
suits to be commenced and -prosecuted against any railroad 
corporations which may violate the provisions of this act. 
Such suits and prosecutions may be instituted in any county in 
this State, through or into which the line of the railroad cor- 

oration sued for violating this act mayextend. And such 

ailroad and Warehouse Commissioners are hereby authorized, 
when the facts of the case presented to them shall, in their 
judgment, warrant the commencement of such action, to em- 
ploy counsel to assist the Attorney-General in conducting such 
suit ou behalf of the State. No suits commenced by said Com- 
missioners shall be dismissed, except said Railroad and Ware- 
senor maaan and the Attorney-General shall consent 

ereto. 

Sec. 8. The Railroad and Warehouse Commissioners 
are hereby directed to make, for each of the rail- 
road corporations doing business in this State, as 
soon as practicable, a schedule of reasonable maximum rates of 
charges for the transportation of passengers and freight and 
cars on each of said railroads ; ooh said schedule shall, in all 
suits brought against any such railroad corporations, wherein 
is in any way involved the charges of any such railroad corpora- 
tion, for the transportation of any passenger or freight or cars 
or unjust discrimination in relation thereto, be deemed an 
taken, in all courts of this State, as prima facie evidence that 
the rates therein fixed are reasonable maximum rates of 
charges for the transportation of passengers and freight and 
cars upon the railroads for which said schedules may have been 
respectively prepared. Said Commissioners shall, from time to 
time, and so often as circumstances may require, change and 
revise said schedules. When such schedules shall have been 
made or revised, as aforesaid, it shall be the duty of said Com- 
missioners to cause publication thereof to be made for three 
successive weeks, in some public newspaper in the city of 
Springfield, in this State. rovided, that the schedules thus 
prepared shall not be taken as prima facie evidence as herein 
—, until schedules shall have been prepared and pub- 

ished as aforesaid for all the railroad companies now organ- 
ized under the laws of this State, and until the 15th day of 
January, A. D. 1874, or until ten dave after the meeting of the 
next session of this General Assembly, provided a session of the 
General Assembly shall be held previous to the 15th day of 
January aforesaid. All such schedules, purporting to be 
printed and published as aforesaid, shall be received and held 
in all such suits as prima facie the schedules of said Commis- 
sioners, without further proof than the production of the paper 
in which they were F eae oy together with the certificate of 
the publisher of said paper that the schedule therein contained 
is a true copy of the schedule furnished for publication by said 
Commissioners, and that it has been published the above 
specified time ; and any such paper, purporting to have been 
published at said city, and to be a public newspaper, shall be 

resumed to have been so published at the date thereof, and to 

ea public newspaper. 

Sec. 9. In all cases under the provisions of this act, the rules 
of evidence shall be the same asin other civil actions, except as 
hereinbefore otherwise provided. All fines recovered under 
the provisions of this act shall be paid into the County Treasury 
of the county in which the suit is tried, by the person collect- 
ing the same, in the manner now provided by law, to be used 
for county purposes. The remedies hereby given shall be re- 
garded as cumulative to the remedies now given by law against 
railroad corporations, and this act shall not be construed as re- 
pealing any statute giving such remedies. Suits commenced 
under the provisions of this act shall have precedence over all 
other business, except criminal business. 

Src. 10 The term “railroad corporation” contained in this 
act shall be deemed and taken to mean all corporations, com- 

anies or individuals now owning or operating, or which may 
Dereafter own or operate, any railroad, in whole or in part, in 
this State ; and the provisions of this act sball apply to all per- 
sons, firms aud companies, and to all associations of persons, 
whether incorporated or othcrwise, that shall do business as 
common carriers upon any of the lines of railways in this State 
(street railways excepted), the same as to railroad corporations 
hereinbefore mentioned. , 

Szc. 11. An act entitled “An act to prevent unjust discrimi- 
nations and extortious in the rates to be charged by the difier- 
ent railroads in this State for the transportation of freights on 
said roads,” approved Awril 7, A. D. 1871, 18 hereby repealed ; 
but such repea! shall not affect nor repeal any penalty incurr 
or right accrued under said act prior to the time this act takes 
effect, nor any proceedings or prosecutions to enforce such 
rights or penalties. 








—Mr, W. W. Card, recently appointed Superintendent of the 
Lake Shore & Tuscarawas Valley Railroad, in grees ot H. M, 
Townsend, resigned, will perform the duties of both Superin» 
tendent and Chief Engineer of the road, 
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Editorial Announcements. 





Removals,—The Chicago office of the RatLRoAD GAzETTE has been 
removed to No. Ti Jackson street, opposite Third avenue. 

The New York office of the RatLRoap GazeETTE is removed to Room 
131, No. 73 Broadway, opposite the upper elevator landing. 

Correspondence.— We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint- 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 


Articles.— We desire articies relating to railroads, and, if acceptable, 


Inventions.—No charge is made for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc.; but when engravings are necessary 
the inventor must supply them, 


Advertisements.— We wish it distinctly understood that we wil 
entertain no proposition to publish anything in this journal for pay, 
EXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to’ our readers can do 80 
fully in our advertising columns, but tt is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 








THE CONVENTION OF THE AMERICAN SOCIETY 
OF CIVIL ENGINEERS. 





We have have already announced the time for the 
meeting of the annual conventions of several associations 
whose proceedings pertain to railroad construction, oper- 
ation or management. We have also given in the two 
last numbers some more extended notice of the meetings 
of the associations of superintendents and master me- 
chanics. The next convention to meet after these will 
be that of the Society of Civil Engineers, which will this 
ye be held in Louisville, Ky., on the 21st and 22d of 
May. 

The holding of the annual convention of this Society 
in a sort of peripatetic way was last year an experiment, 
which was so successful that it is repeated this, and is likely 
to become an established practice of the Society here- 
after. We have not before us now the statistics of the in- 
creas? of membership since that time, but it has been 
greater than any year heretofore, and the prosperity of 
the Society has evidently been very materially promoted 
by the meeting in Chicago and the influence which it has 
exerted. It therefore seems extremely important that the 
character of these annual conventions, while it is still, as 
it were, in the formative condition, should be so moulded 
as to make them as useful as possible to the true prosper- 
ity of the Society and the objects which it aims to ac- 
complish. Of this, however, we will have more to say 
afier a synopsis has been given of what is now proposed 
to be done at that meeting. 

It is contemplated that the Eastern members shall 
leave New York by the Pennsylvania Railroad on Fri- 
day, May 16, at 8:26 p. m., so as to pass over the moun- 
tains of Pennsylvania by daylight and reach Pitisburgh 
on Saturday at 2 p.m. They will then spend Sunday in 
Pittsburgh, and leave that place by the Pittsburgh, Cin- 
cinnati & St. Louis Railway, at 9:10 a. m., and reach 
Cincinnati at 10:50 p. m.; stay there until Tuesday after- 
noon, and leave for Louisville, arriving there Tuesday 
evening. A flying visit, for those who choose to make 
it, is also contemplated from Pittsburgh to St. Louis, 





which will give an opportunity for those who wish to do 
so to spend Tuesday in that city, As this will involve 
traveling two successive nights, it is doubtful whether it 
will be the best preparation for wise deliberation at the 
meeting which will occur the following day. An excur- 
sion is also contemplated to Mammoth Cave and Look- 
out Mountain. 

It is proposed that the Society shall meet at 10 o’clock 
a.m. on Wednesday and continue in session until 1 
o’clock p. m., and have the annual dinner at 8 o’clock p. 
m. at the Galt House. The general session will begin 
the next day, and if the usual practice is followed will 
adjourn at 1 or 2 o’clock. 

The proceedings will consist of the address by the Pres- 
ident, and probably some preliminary business, which is 
unavoidable on such occasions. There will be reports of 
the committees to hear and discuss on the following sub- 
jects : on the Norman medal offered for the best essay on 
engineering ; on chapters and change of the constitution; 
on proposed tests of iron and steel ; on the form, propor- 
tions, manufacture and endurance of rails. 

Papers have already been promised by Hon. W. J. Mc- 
Alpine, of Pittsfield, Mass., on “ Foundations of the New 
Capitol at Albany;” by General J. G. Barnard, of New 
York, on ‘‘Beams;” by General T. G. Ellis, of Hartford, 
Conn., on ‘‘ The Cause of the Formation of Bars at the 
Mouths of Rivers;” by Mr. Martin Coryell, C. E., of 
Wilkesbarre, Pa., on “Transportation of Freight and 
Passengers;” by Mr. E. Thatcher, C. E., of Louisville, on 
“Columns of Timber and Cast Iron;” by Professor D. 
Wood, of Hoboken, N. J., on ‘‘ Back Water in Rivers as 
Caused by Dams;” by Mr. Wilson Crosby, C. E., of 
Brooklyn, on“ Economy of Railroad Curvature;” by Mr. 
M. 8. Belknap, C. E., of -Louisville, on “ The Water- 
Power of the Falls of the Ohio;” by Mr. G. W.R. Bayley, 


C. E., of New Orleans, on “The Operation 
of the Teredo in Southern ‘Waters;” by Mr. 
J. Y. Cuyler, C. E., of Brooklyn, on “ Plant- 


ing Considered as an Element of Engineering Con- 
struction ;” by Mr. C. G. Forshay, C. E., of New Orleans, 
on “‘ Levee Building on the Mississippi River ;” by Gen. 
W. Sooy Smith, of Boonville, Mo, “ An Account of 
Bridge Work on the Western Rivers;” Mr. E. S. Ches- 
brough, C. E., of Chicago, will continue his account of 
the “ Detroit River Tunnel ;” by Mr. G. Jordan, C. E, 
of Montgomery, Ala., on “ Foundations under Water ;” 
by Mr. Theodore Allen, M. E., of New York, on ‘‘ Light. 
Draft Iron Boats on Western Rivers;” and Mr. T. C. 
Clarke, C.E., of Philadelphia, will give some ‘‘Memoranda 
on the Resistance to Compression of Wrought-Iron 
Struts.” 

The list is certainly very promising of interest and 
profit to those who attend, and are able to hear the papers 
read and discussed. 

It is also proposed, in addition to the new papers to be 
presented, that those which were read at the last annual 
convention and have since been published be discussed 
by calling them up in their regular order. 

In addition to all this, there have been amendments to 
eighteen of the articles of the constitution, some of 
them very important, proposed for consideration at the 
next regular meeting of the Society preceding that in 
Louisville. This discussion will very probably be post- 
poned till the annual convention. 

It must be remembered that the time which it is pro- 
posed to devote to the actual sessions of the convention 
will, all told, probably be not over six or eight hours. 
Some of the new papers, it is said, cover thirty or more 
pages of manuscript, and refer to subjects of very great 
importance, about which some of the members could 
doubtless communicate much information, and all have 
much more to learn. It should also be remembered that 
such occasions aftord the only opportunity to most of the 
members o! learning the experience of others, and that 
they who have the most knowledge have usually the least 
time to communicite it, so that to curtail the time on 
such an occasion, to say the least, seems bad policy, espe- 
cially when an interchange of opinion and experience is 
one of the chief objects of all such associations. This 
country is so large, and the membership of the Society is 
scattered so widely, that it will be almost impossible 
hereafter to bring about anything like a general attend- 
ance of the members at any meeting excepting the annual 
convention. To give a whole week or more time to the 
convention, as many will, and then have only six or eight 
hours devoted to business, seems very much like making 
the occasion one of amusement instead of work. 

A simple glance over the ‘‘calendar” of business 
whica it is proposed to present at the meeting will, we 
think, show at once that it is simply impossible to do 
more than give the subjects a nominal consideration in 
the time which it is proposed to devote to them. Socie- 


ties, ike individuals, in the long run are estimated by’ 


the work they do, and their usefulness. will be deter- 
mined entirely by that standard. 
a. The object of the proposition to change the name of 





the Society to ‘‘ The Institution of Civil Engineers” is 
not apparent. That an association whose constitution 
stipulates that “civil, military, geological, mining and 
mechanical engineers, architects, and other persons, who 
by profession are interested in the advancement of science, 
shall be eligible as members,” should be called a civil en- 
gineers’ society or institution seems a misnomer. With 
such a membership as the constitution specifies, and as 
the society now actually has, it is not a society of civil 
engineers. To call it simply the American Society of 
Engineers would have the merit of brevity and accuracy, 
and would result, we believe, in attracting many who 
now feel that in an association of civil engineers they 
have no place. 

The future of the profession of engineering now prom- 
ises to be more brilliant than even the most sanguine can 
anticipate. There are indications which are speaking 
with almost absolute certainty that there will be a de- 
mand for and recognition of engineering skill and knowl- 
edge such as the profession has never before received in 
this country. It is quite certain that when ull the inh1b- 
itants of a populous town are thrown into mourning, as 
has so recently been the case by the work of a criminal 
charlatan, thereafter not only they, but all who profit by 
such lessons, will be more willing to hear the advice of 
those who have knowledge and experience in their-pro- 
fession; and when engineering works whose cost is 
counted by millions are to be constructed, no blundering 
will be admissible, The leading positions which so many 
educated young engineers ere taking is also an encourag- 
ing indication. There will soon be no career for men 
who are engineers by instinct and without training. It 
also seems provable that the revolution which engineer- 
ing has worked in social relations will also lead to very 
important political changes. The status of the profes- 
sion under the new order of things it is of course im- 
possible to anticipate ; but that it will be one of greaier 
power, responsibility and honor, and that the position 
which it will occupy will, to some extent at least, be 
determined by the manner in which the Civil Engineers’ | 
Society fulfills the brilliant career which is open to it, 
there can be little doubt. 








THE MASSACHUSETTS TUNNEL ROUTE. 





The approaching completion of the great Hoosac Tun- 
nel, now an assured event not many months distant, has 
called the attention of the people, Legislature and officers 
of Massachusetts to the use which can be made of it, and 
probably there have been few instances in the history of 
railroads in which a route has been so carefully studied 
by so many persons. The sole object of the tunnel is to 
open an additional and cheaper route from Boston to the 
Hudson River, and give the State greater advantages for 
receiving produce from and sending goods to the ‘‘ West,” 
which for Massachusetts may be defined as that part of 
the world west ofthe Hudson. It is now limited to one 
practical connection with the New York roads south of 
Lake Champlain. The Boston & Albany is its great 
channel for Western traffic. Hereafter itis tohave two 
routes, as New York may be said to have three. 

From the estimates of the great value of the new line 
made in many New England journals, one might think 
that Boston and Massachusetts have hitherto been cut off 
from the western world, and that only the barrier 
formed by the Hoosac range has prevented all western 
exports from rushing across Massachusetts in a flood to 
the ships in Boston harbor. Tuey look upon the tunnel 
and the new tunnel line as valuable chiefly for the effect 
they may have in turning exports, and grain exports 
especially, from New York to Boston. 

The Boston & Albany Railroad, pursuing a very de- 
vious way, forms a sort of bow from Boston in the east to 
Pittsfield in che west end of the State. From Boston to 
Springfield, 98 miles, it makes about 18 miles of south- 
ing and is very crooked, and at Springfield is within 
about six miles of the Connecticut line. Thence it ex- 
tends pretty directly nearly due northwest 48 miles to 
Dalton; thence southwestward 16 miles to State Line; 
thence in something like a half-circle to Chatham, N, Y., 
15 miles, and thence north-northwest 24 miles to Albany, 
making a line 201 miles to overcome a distance of 135 
miles in an air line. This, it will be seen, is not a de- 
scription of a straight line. And for all its crookedness 
it does not get easy grades. Its maximum grade west- 
ward is 83 feet per mile and extends 14 miles, and east- 
ward it has a grade of 75} feet per mile. The sum of the 
grades is 6,851 feet in the 201 miles. 

As its sole railroad connection with the West is the N:w 
York Central, which it joins at Albany, to compare the 
New York route with the Boston route, we have only to 
compare the Boston & Albany with the Hudson River 
road. That is soon done. The Hudson River road is* 
143 miles long, and the sum of the grades for that dis- 
tance is about 400 feet; the Boston & Albany is 201 miles 
long, and the sum of its grades is 6,851 feet, The Hud- 
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is son River has also greatly the advantage in the matter of | the new road, though it can hardly have a cunsiderable | it is possible to place upon a structure, to strain the muterial 
= curves. Thus the Bostoa & Alvany must haul 58 miles | effect on its grain exports. in it to more than ONE-FOURTH of its ultimate or breaking 
d further, and on the round trip up 6,450 feet more than the strength. A still larger margin, or, as engineers call it, 
* route to New York. The difference in the price of Moral and Mechanical Iniquity. ‘factor of safety,” is desirable; but under no circumstances 
" freight is usually ten cents per hundred for first-class and / gi should the iron which is required to sustain a bridge be 
4 five cents more for fourth-class to Boston thanto New| So rapidly does one public disaster follow another | subjected to a greater strain than that we have named. 

h York, whatever may be the rate—that is, the difference | that it is difficult for those whose duty it is to comment | The strains to which a given road will subject the parts 
nt is usually the same, whether rates are high or | Upon them to find phrases which will do justice to the | of any properly constructed bridge are all (at least those 
il low- In summer grain is usually—or often indignation which they feel and which the criminal care- | a knowledge of which is essential to the permanence of 
of —45 cents from Chicago to New York, 960 lessness of those at fault deserves. At such times, too, | the structure) susceptible of mathematical analysis and 
| miles, and 50 cents to Boston, 1,018 miles. Thus we | there is an instinctive feeling that somebody should be | calculation. Ignorance of these principles is criminal 
of have an increase of more than 10 per cent. in rates for | Condemned, and people generally make haste to find the | in a person who undertakes to design structures on the 
" an increase of 6 per cent. in distance, the increase in | 80urce of guilt, and are not slow to visit with their | strength of which human life is dependent, and such 
y grades to be overcome having a great effect on the cost | 42athemas those whom they think were at fault. There | ignorance should be punishable, just as any other profes- 
ue of carriage, and being estimated, apparently, as equiva- | 97° however, few occasions which should excite 80 | sional malpractice is. 
a4 lent to an increase of about 40 miles in distance. much just indignation as the recent disaster at Dixon, 
- Now it will be necessary to find what the differerices | Illinois. In the first place, it was mathematic- Illinois Railroad Legislation. 
- in distance and grades will be by the new tunnel route | lly demonstrated that the bridge was unsafe ; sis ; — 
L before we can compare it understandingly with the Bos- | attention —_ been called to this fact not only by | The Illinois Legislature has at last passed a law (published 
md ton & Albany, with which it is to compete. This route | the deductio sof those competent to do so, but by the = to — bee a roe pb peo a 
"i it is purposed to make by a union of the Fitchburg, the | failure of a sim‘lar bridge at Elgin, which broke down oe “he of fixing aes or aieennni ainttnn eben emt: 
as Vermont & Massachusetts, the Troy & Greenfield and omen! oe 4 ne segeS CASE, henay nevertheless vapad in and forbidding in terms higher charges for carrying 
al the Troy & Boston roads, the tunnel being on the line of | ! — remedied it broke down again, after which the in- freight a given distance than a greater distance, makes the lat- 
. the Troy & Greenfield. The distances by these lines habitants concluded they would not extend their study of | ,.. prima facie evidence of unjust discrimination, and makes it 
y will be: the “ theory of strains” in further experiments of that | yy, duty of the Railroad Commissioners (none of whom, by the 
of -_ kind. Another bridge of the same plan broke down at way, have had any experience in the business of transporte- 
re ramen pe Beaten «REE aieicceaminanee htsnteoe=s Rockford, Ill., under similar circumstances to the Dixon | tion) to fix rates of freight and fares for each road, which are 
Troy & Greenfield (Greenfield through Tunnel to North Adams).. 3 disaster. A boat raceinstead of a baptism furnished the | to be prima facie evidence ot reasonable maximum rates. The 
ng Troy & Boston (North Adams to Troy).............ecce.sececeses 48 occasion for the disaster‘at theformer place. It would be | 2¢¥ law, therefore, seeks to avoid the rock on which the old 
ny We ncncheehveseretsdsoncinesniatianttibesn aeaehaanl 191 impossible to get stronger evidence to prove anything than one split, by giving an opportunity to show in court by evi- 
S- When we are at Troy, however, we are four miles | is thus afforded in dem»nstration of the insecurity of this | “°° Seah Che. angen. get ~eumeneress Ee Se oF 
en further {rom Buffalo than at Albany, so the Tunnel Line | bridg . What makes the case very much worse is the ety nag oa carrier may have an opportunity 
oi Hin 7. ae 195 miles long to the Boston & = fact, which we have from authority which we consider | to prove that ony rate it may charge is just and fair ; but it is 
. y the saving in the distance will not revo- | entirely trustworthy, that at the time the contract for | rendered liable to prosecution unless it shall conform to rates 
ty lutionize rates. erecting the structure which broke down was made, it| and regulations established by the State through its 
es- The grades by the Tunnel Line are reported to amount | was_ secured by bribing some of the members of the | agents, andthe burden of proof is laid upon it. It does not 
m- to 4,760 feet, against 6,851 on the Boston & Albany, and | Board of Aldermen, who received from three to five hun- | 2eed this law or any other to make extortionate charges on un- 
Cr in the former the maximum grade westward will be 69 | dred dollars apiece for their influence in assigning the |J%8+ discriminations unlawful. But their charters having 
on feet per mile and eastward 52} feet, against 83 and 754 0a | contract to the party who built the bridge, instead of to | &’¥®" the corporations exp ee vena hot a por ge — 
be the Boston & Albany. The Tunnel Line, therefore, is | the Keystone Bridge Company, of Pittsburgh, or Mr. L. = aoe tp a cay Mee sey aes es bay they 
= seen to have largely the advantage in grades. It has, | B. Buomer, or Messrs. Boyington & Rust, of Chicago— | oy ae in a suit, whose adverse decision would subject them 
Mt, however, a considerable disadvantage in curves, there | all reputable and thoroughly responsible and competent | to heavy fines, that such larger charges are reasonable? Surc- 
being some of very small radius on the Troy & Green- | firms, who bid for the contract for this bridge at the same | ly if the charters grant anything, it is the right to fix rates 
field Railroad. If we estimate that the difference in grain | time. which must be held reasonable until proved unreasonable, 
charges between Boston and New York is due entirely to : : . . The new law attempts to reverse the position of the companies 
distance and grades, and that therefore 40 miles is allowed Tgp gee mir er sont — pom a customers, in a way which the courts are not likely to 
° 5 ine’ : : : - % sus . 

= a srs ad mee _— A eae mace ya science of bridge construction know that a bridge like| 4 wil! be interesting to see what sort of schedules of rates 
; : : ni " that at Dixon is unsafe, an | they also know that there | wil] be made up by the Railroad and Warehouse Commissioners 

1 - nice of Han Then the Tanew Ties, in comparison rare hundreds of other iron bridges through the country | to be prima facie evidence of reasonable maximum rates. Ab‘e 

nd with the Boston & Albany, would be 20 miles or 10 per| wich are equally so. They are powerless, however, to | railroad managers, after many years’ study of a single line, will 

of cent. shorter, and with equal traffic and othcr advantages, remedy the evil. Nearly every board of aldermen, coun- | almost always confess that, in spite of all their efforts, 
ied it could afford to reduce the difference in charges between ty commissioners, or freeholders, or whatever the title | there are probably many instances in which they have not ad- 
to New York and Boston consignments of grain from five | may be, estecms itself entirely competent to specify and | iusted rates properly. Now here we have three gentlemen, all 

a to four and a half cents. discriminate regarding the character of such structures ; | ““20"* aon edition pe Aang. yer Se he hs pr Sa 

ma But, as it ought not to be necessary to explain, it is| and, what is perhaps worse, some of their members are tin - who are to, within a few weeks, make rates for 

t, only a road with a heavy traffic that can afford to carry | vulnerable to bribes, which are often demanded of those pens nh different culvenie. This seems to us to be an im- 

A at low rates. Granted that a new route will have as | disinclined to resort to such means to secure contracts. , position on the Commissioners, as much so as if a man ignc- 

of much through freight as an old one, we should consider | So great is this evil that some of the best firms are ua-| rant of other tongues than the English should be required, 
its local traffic, which does not change very rapidly, and | willing to bid for county or city road bridges. | within two months, to make translations of Shakespeare's plays 
cat is the surest support ot aroad. Tae Tunnel Line will | The result is that the lives of the people who are thus | iuto Latin, Greek, Russian, Chinese and Japanese. 

said touch the Boston & Albany nowhere except at Boston. | misrepresented are daily imperilled in order that Should the law be accepted for the guidance of the railroad 

, It may be able to reach some of its way business by ex- | these criminals may have the means of “eating, drinking | °°™P*™!€* #* would doubtless have some startling effects, as 

ine Pane : ‘ ‘ > ' ‘ many well-established businesses would be at once annihilated, 

: isting cross lines, but the Boston & Albany, having been | and being merry.” But even if they were not dishonest, d some important centers of trade and manufacture would be 

ink so long in the field, is almost sure to have secured most | their entire ignorance of the whole subject disqualifies pss ned pop profound quiet. 

- of these in its interest. We do not find anywhere a| them from conducting such business, and until such whan was a difference of opinion in the two Houses as to the 

<4 separation of the through aud local earnings of the Bos- | bodies can be made to see the importance and necessity | propriety of having schedules of rates prescribed. The Senate 

ton & Albany, but we see that of the total tonnage car-| of employing a competent engineer to consult with :e- | was disinclined to it and the House insisted on it, and the com- 
ried about five-eighths was to and from B>ston, a large | garding such business, there is little hope that the evil | Promise which secured the passage of the bill by both Houses 
ael part of which, of course, did not come from or go out } will be remedied, unless the legislatures interfere by en- | “** the insertion of the proviso postponing the effect of the 
act of the State. We shall get a better-idea of the capacity | acting some general law specilying the character of the ight re —_ hs roca bye appr lye ten 
- of the two lines fur local traffic by comparing the towns | structures which are to be erected and appointing a State ve sae ~~ ~ oan to‘ change the law. : 
on their lines. inspector of bridges. 

We take the figures from the census of 1870, for all As we said before, there are a great many bridges all Annual Conventions. 

to the towns on either line. The heavy freights, it should | over the country which are as unsafe as the one at Dixon, 

th- be said, come from the manathoturing' towns, and doubt- and will be certain to break down if subjected to asimi-| The following societies will hold their annual conventions at 

hie less the larger places have a larger traffic per inhabitant | jar strain. In no part of the country are there so many | the time and places named : 

om. than the smaller ones. These figures, for all towns 0n | gs in New England, and even in the city of Boston there | The American Railway Master Mechanics’ Association, in Bal- 

“A the roads, excluding Boston, which is common to both | ;, hardly an iron bridge of any considerable span which | timore, beginning May 13. : 

“ lines, give a total population of 203,211 on the Tunnel | js safe in a position where a crowd is likely to gather. | The Railway Association of America, at the St. Nicholas 
’ Line and 273,627 on the Boston & Albany. The towns |]; jg difficult to convince people who have never | 2th in New York, on the 14th and 15th of May. 

Y., i i : : peop The American Society of Civil Engineers, on the 2ist and 22d 

ay, of more than 5,000 inhabitants are as follows : thought of such. subjects that a very dense crowd -of May, in Louisville. 

135 perry weighs more and will subject a bridge to a greater! ‘The Master Oar Builders’ Association, on the 11th, 12th and 

Cambridge...............0. 39 634 | Adams............: .-12,099 : : tee r : 

de- a aca 15,013 | Hoosic, N. ¥....... "5,798 | Strain than a railroad train. Therefore when a bridge is | i3th of June, in Boston. 

ess — sees + oat eas | TLOY.---..eeceeecee ceeeeee 46,465 | to be erected those who have the matter incharge are apt | Particular attention is called to the Master Mechauics’ meet- 

st- nannies centile to assume and assert that it is only fora carriage and foot | ing, which we have heretofore announced as beginving May 6, 

sst- Broke. ..006~ co ssvocess 6,650 | Springfleid................. 26,703 | Way, and therefore need not beso strong as fora rail- | 9* was quaeenene Nhl eens ict 

the sees . 12,885 re: road; forgetting or disregarding that under some circum- | ©=Vention. 

Worcester............+..2.-41,105 | Albamy..........c00.see secs stances such a bridge may be obliged to carry a load Record of New Railroad Construction. 

iW This is a p»pulation per mile of 1,090 on the Tunnel | greater than it is possible to place on a railroad bridge, - 

the Line, and of 1,361 on the Boston & Albany. This is a | ¢ven if the train were made up of locomotives. Whatis| This number of the Rarvroap Gazerre has information of the 
to considerable advantage for the Boston & Albany, on | Iso deserving of attention is that such loads consist of | laying of track on new railroads as follows : 

ver which, doubtless, the average cost of carrying freight will | living human beings, as was the case in Dixon. Pasyny Py yy nan Sp arc tere Rag yr 
| is be less, at least for some years tocome, than on its rival.| It is also very desirable to disseminate as widely and en beer of ae a - ee otis entinenaaiiie 
lis- They are not very far apart, however, and the influence | impress as forcibly as possible—and in this we hope the pleted last year six miles east and nine miles west of Spartan- 

les of competition may be much greater than that of differ-| daily press will aid us—the fundamental principle in| burg, and from the western end of this section westward 18 

id- ence in cost, so that the State may be much benefited by | bridge building, that it ie unsafe, with the greatest load which | miles to Greenville, 8. C., in all 32 miles. Southwestern Penn- 
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sylvania.—Extended from Tarr’s southward 12 miles to Con- 
nelsville, Pa. Ridgefield Park.—Track laid from its junction 
with the New Jersey Midland to Straalenburg, N.J., 7 miles. 
Milwaukee & Northern.—Extended from Hulbert Junction 
northward 5 miles to Forest, Wis. 

This is a total of 56 miles of new railroad. 








The Weston Locomotive Boiler. 


We are requested to publish the following letter in explana- 
tion of the experiments made on the Lake Shore & Michigan 
Southern Railway, in a report of which, published last week, 
we called attention to the difference in power required to draw 
the trains with the Weston and with the ordinary boiler engine. 
Mr. Sedgley’s letter explains the cause of this difference. 

We also learn that we were in error ia stating that the experi- 
ments were made by the patentee; they were made by the em- 


ployees of the road reforred to above, selected by General Su- oh 


perintendent Paine. 


Locomotive DEPARTMENT, LAKE SHore & eae 
Sourmern Ratiway, CLEVELAND, O., March 26, 1873. 
J. H. Devereux, Esq., General Manager : 

I tind Mr. Krebs had not forwarded you the detailed memo- 
randa of the Weston boiler test on the west end of our road, 
and herewith inclose the same to you. 

You will observe the weather was very unfavorable at the 
time the Weston boiler made the trial trip, which fact should 
be taken into consideration, as the power required to haul the 
train under such circumstances would be considerably greater, 
as shown by the dynamometer. 


Very respectfully yours, JamEs SEDGLEY, 








Tue New Iuurnors Rartroap Law, which is to supplant the 
existing laws restricting rates of freight and fares, and was 
passed by both houses of the General Assembly May 1, defines 
the charging of the same or a greater sum for carrying any 
given distance than for carrying an equal or a greater distance 
in the same direction ; also a higher rate for receiving, hand- 
ling or delivering freight at one point than another, and a high- 
er rate of charge to one person than to another, however made, 
to be prima facie evidence of unjust discrimination, except that 
commutation, excursion and thousand-mile tickets may be 
issued as at present. The penalty for such (or any other) un- 
just discrimination shall be $1,000 to $5,000 for the first offence, 
$5,000 to $10,000 for the second, $10,000 to $20,000 for the third, 
and $25,000 for all subsequent offences, to be recovered in an 
action of debt in the name of the people. The person againsi 
whom unjust discrimination is made may also recover three 
times the amount of damages sustained. It is made the duty 
of the Railroad and Warehouse Commissioners to investigate 
and ascertain whether the provisions of the law are violated, 
and if so to cause suits to be brought against the offending 
companies, in which they may employ counsel to assist the 
Attorney-General. 

The Railroad and Warehouse Commissioners are directed to 
make a schedule of reasonable maximum rates for each railroad 
in the State, and the rates so made shall be, after the 15th of 
January, 1874, or ten days after the meeting of the next session 
of this General Assembly, prima facie evidence of what are 
reasonable maximum rates in all suits concerning charges. 
These echedules are to be published in some Springfield news- 
paper. The act will go into effect July 1. 

Five senators protested against the passage of the law, as 
tending to destroy competition and being unconstitutional. 








Free Passes were abolished on the Union Pacific after the 
March election, and the company has been credited with being 
the pioneer in this good work. But it seems that the Denver & 
Rio Grande adopted this policy on the Ist of January last, and 
has enforced it without exception. Both of these roads, however, 
are situated exceptionally, so that their business is very little 
affected by the ill will of press or politicians, and it has been 
easier for them to take this step independently than for most 
other companies. Combination, however, would make it com- 
paratively easy for all, and those which suffer most by it could 
manage very well simply by agreeing among themselves to 
do away with the business, letting their neighbors doas they 
please. 





NEW PUBLICATIONS. 


American Railway and Supply Directory.—This work, pub- 
lished by Greenough, Jones & Co., of Boston, resembles in the 
information it gives the directories published a few years ago 
by various parties, until ‘ Poor’s Manual” drove them out of 
the field by furnishing fuller and more accurate information. 
This new work, which has been issued but a few weeks, has 
very little information as to the condition of the roads—usually 
a brief statement of mileage, amount of stock and bonded debt, 
etc., but has a list of officers and directors for each company. 
We have examined the statements from a few companies casu- 
ally and found a great many errors. The companies are ar- 
ranged alphabetically, which very much facilitates consulta- 
tion. 

The book also has a list of houses dealing in railroad supplies, 








Salamanca to Dunkirk 
Third track, Jersey City to Port Jervis, for ° 


2,112 miles steel rail, 60 lbs. per yard (equal to 


Less the value of 1,421 miles iron rail, 78 lbs. 


Association to procure uniformity of system in these important 
reports will meet with a ready response from every railroad. 
y order of the Committee. 
Harry E, Saarpe, Corresponding Secretary. 
W.C. Van Horne, 
Gen. Sup’t = Louis, Kan. City & Northern Ry. 
. H. REEsE, ‘ 
Sup’t Detroit, Lansing & Lake. Mich. Railway. { Commitee. 
J. E. Sumpson, 

General Superintendent Vandalia Line, 

The following are the queries : 

7 b es is your rule for computing the mileage of locomo- 
tives 

2. Do you allow road locomotives extra mileage for switching, 
or do you give them actual mileage as per time card only? 

3. What mileage per day or hour do you allow switching or 
yard engines ? 

4. Do you include superintendence and general expenses of 
locomotive departmentin cost of repairs ? 
5. Are all such expenses distributed on your performance 


eet? 
6. Should the Railway Association of America adopt a uni- 
form plan for making up locomotive reports would you be 
willing to conform to it? 
7. Do you print your monthly or annual locomotive reports ? 
8. If uniformity can be generally attained, would you be 
willing to exchange locomotive reports with the various roads ? 
Please return this paper with replies filled in to 
Harry E, Suarpe, St. Louis, Mo. 








Prospects of the Erie Railway. 


Mr. Peter H. Watson, the President of the Erie Railway Com- 
pany, has addressed a letter to Mr. James McHenry, of Lon- 
don, with reference to the improvements needed by the Erie 
and the Atlantic & Great’ Western and the future prospects of 
those roads in case the improvements are made. Mr. Watson 
first calls attention to the value of a reduction of the gauge of 
the lines from six feet to 4 feet 9} inches, and, next, the desira- 
bility of securing allies which will give connections to Cincin- 
nati, St. Louis, Chicago, and the country beyond them, “freed 
from the caprices and changeable interests of the managers of 
other lines.” One line only, he says, which would answer the 
purpose seemed to have been left by the New York Central and 
Pennsylvania interests. This was the Cleveland, Columbus, 
Cincinnati & Indianapolis Railway, which, with its leased lines 
and connections iu itsinterest, he describes as follows : 


“This road runs from Cleveland to Columbus, 138 miles ; at 
Galion, 80 miles from Cleveland, a branch runs to Indianapolis, 
202 miles, and from the same point another branch extends to 
Springtield, 87 miles, thence bya leased line to Dayton, 25 
miles, and thence by its own line to Marietta Junction, 48 
miles, and to Cincinnati, 7 miles, by a leased line ~all in the 
State of Ohio. On the north, from Indianapolis to Terre Haute 
(State of Indiana), 72 miles, the road is owned jointly with the 
Pennsyivania Company, and thence to St. Louis, 182 miles, 
over a road jointly leased by the Cleveland, Columbus, Cincin- 
nati & Iniianap lis and the Pennsylvania §Central. It also 
controls by running arrangement the line from Beardstown, on 
the Illinois River, to Shawneetown, on the Ohio River, a dis- 
tance of 228 miles, passing through one of the most productive 
portions of Illinois. It owns a railroad extending from Union, 
on the Indianapolis Branch, to Dayton, on the Cincinnati 
Branch, a distance of 48 miles, this branch being now used by 
the Pennsylvania road to make its Cincinnati connection from 
the West. It controls largely the business of the Tuscarawas 
Valley road, 95 miles in length, which crosses the Cleveland, 
Columbus, Cincinnati & Indianapolis at Grafton, and termi- 
nates on Lake Erie. These lines aggregate 1,139 miles, of 
which 559 miles are freehold, the remainder being leased on 
such advantageous terms that the leases alone are worth a 
large part of the present capital to any connecting railway. 
The Cleveland, Columbus, Cincinnati & Indianapolis Railway 
forms close connection with the Atlantic & Great Western at 
Cieveland, Springtield, Galion and Dayton.” 

Mr. Watson accompanies his letter with memorandum of ex- 
penditures which he thinks should be made on the Erie to fit 
it for doing a largely increased business economically, concern- 
ing which he says : 


“My object is to ask for all that may be necessary, and which 
Iknow can be amply secured and profitably used. These ex- 
penditures will extend over a period of three years, a compara- 
tively small portion only being needed now. My further object 
is to show that the Erie Railway can be made the most import- 
ant of all existing lines of internal communication, can earn 
and pay large annual dividends with certainty, and that we can 
secure & — success than was ever before attained by the 
owners of a railroad property. Without these additions, and 
without a comprehensive and far-reaching policy of extension of 
its business and influence, it cannot be profitable in any consid- 
erable degree to its stockholders, nor secure to the public the 
advantages which were the chief object of its creation.” 


The following statement, showing the distances on the 
Erie Railway, and the estimated cost of necessary improve- 





ments and extensions of the road, and of its equipment, accom- 
panied the letter: 
New York to Buffalo........... 423 miles X 2 = 846 miles single track 


Hornellsville to Salamanca .... 82 miles. 2 = 164 miles single track 
Snoe 6 5ecdn bees heen une 46 miles single track 

light passenger traffic, to be laid with steel 

top rail, taken from present track 88 miles single track 

1,144 miles single track 

2,288 miles single rail 


47,143 tons per mile) equals 99,569 tons, which 


at $120 per ton equals $11,947,920 


4,298,525 
—-—— $7,649,395 


per yard, 78,155 tons., at $55 per ten equals... 


The road, completed and equipped as re osed, within five 
years, would earn, at the very lowest, $40,000,000 per year, of 
which 35 per cent. would be net. But the earnings would prob- 
ably far exceed $40,000,000, and the net receipts might reach 
$16,000,000 or $18,000,000 per year. before the five years roll 
around. From this it is plain that, notwithstanding the reck- 
lessness and iprodigality with which, for so many years, her re- 
sources have been squandered, a great 
still possible to Erie, if she can comman 
money required properly to develo 
maining, and can S administere 
policy, with systematic —s 
ability. The necessary funds being secured, such are the 
natural and acquired and readily attainable advantages of her 
position as a great channel of commerce, that it would become 
a comparatively easy task to render Erie as prosperous and 
profitable as any railway in America.” ‘ 


ey future is . 
the large sum of 
her great estate yet re- 
under a comprehensive 
integrity, and fair business 


This seems to us an extremely roseate view of the future of 
the Erie Company. Without doubt, it will be much better able 
to secure traffic from connections when it shall have the stand- 
ard gauge, andthe management of the Cleveland, Columbus, 
Cincinnati & Indianapolis exclusively in its interest will secure 
it a certain amount of traffic which heretofore it only had a. 
chance, and not an even chance, to get. Butit is not certain 
that the management of this line asa feeder of the Erie as 
against the New York Central & Hudson River will not be re- 
motely the cause of diverting from the former as much traffic 
as it secures to it. Should there be a closer union between the 
Lake Shore and the New York Central, the Erie might lose more 
than it could gain from the ‘‘ Bee Line.” Moreover, the last- 
named road, though a good property by itself, does not reach the 
country which it it most important for the Erie to make connec- 
tion with. It is a route to Cincinnati, Indianapolis and St. Louis ; 
but these places and the country further south cannot reach 
New York by way of the Erie (or the New York Central, for 
that matter), except by making a considerable detour ; and- 
the Pennsylvania and the Baltimore & Ohio afford them shorter 
outlets. ‘The consequence is that the traffic from these places, 
going by way of Lake Erie, is comparatively unprofitable. It 
is, moreover, a small traffic compared with that from the coun- 
try further north, which moves chiefly by way of Chicago, and 
the Cleveland, Columbus, Cincinnati & Indianapolis has no 
connection with Chicago. The part of the traffic from the lat- 
ter road, even, which goes to or comes from New England (no 
insignificant part) cannot go by the Erie economically ; if it 
takes it, it must do so at rates which will leave it less profit 
than the New York Central gets for doing the same busi- 
ness. The truth is, a pretty direct line from Buffalo 
or Dunkirk or even Cleveland westward, not southwestward, to 
Chicago and the Northwest, instead of to Indianapolis and the 
Southwest, is what the Erie needs. One might have thought 
that the new Canada Southern route, now about half com- 
pleted, or even the very valuable and old “ Great Central 
Route,” composed of the Great Western and the MichiganCen- 
tral, might have been secured as allies by the Erie: but these 
roads need a New England route almost as much as they do a 
New York connection, and the Erie, as we have said, cannot 
give thema good one. The old line has probably the largest 
part of the business between New England and that part of the 
West which buys goods and sells produce in Chicago, and it 
would never do to send this business by a circuitous route. 

The fact is, as Mr. Watson acknowledges, that the Erie has 
been so behindhand in securing connections that its competi- 
tors have secured for themselves most that is desirable. It 
has perhaps done the best thing it could in getting the Cleve- 
land, Columbus, Cincinnati & Indianapolis, for if it does not 
add very greatly to the through traffic, whatever it does add is 
likely to be a clear gain. 

We do not understand, however, why “the road, completed 
and equipped as proposed, within five years would earn, at the 
very lowest, $40,000,000 per year, of which 35 per cent. would 
be net.” Doubtless it would have the capacity for earning so 
much, if present rates prevail (and they are pretty sure to be 
lower), but the road will need the increased traffic, as well as 
the capacity for carrying it, in order to earn so much. If the 
Erie alone was to be improved, there might be some guarantee 
that the earnings would increase at this very rapid rate; but 
before it is in the condition proposed, the New York Central & 
Hudson River, and probably the Pennsylvania, will be in con- 
dition to carry more economically than the Erie (by reason of 
their tracks for freight exclusively), probably three times as 
much traffic as the latter road with its proposed improve- 


ments. Each of these command three or four times 
the mileage of the Erie with its recent acquisi- 
tions, and there is reason, therefore, why their 
business should grow faster than its. If we look 


to the history of the company, we see that in the past five 
years its earnings have increased from $14,376,000 to $18,371,- 
000—less than 30 per cent.—and in the past ten years the in-. 
crease has been 80 percent. This hardly augurs an increase 
from $18,000,000 to $40,000,000 in five years. Even the New 
York Central & Hudson River, with all its profitable alliances 
and connections, has made an increase of little more than 25 
per cent. within five years, and 80 per cent. within ten (from 
$14,500,000 to. $25,500,000). 





Laying track, spike, ties and stone ballast, on 1,056 miles.. 3,210,240 
Widen 


which its compilers have tried to make as complete as possible. ng roadway, ties, and laying 88 miles 3d track, 































However, it does not follow that the Erie does not need great 
It is a unique feature, so far as we know, and will be of value to Jersey City to Port Jervis...........sssssececeseee coors 061,000 improvements, and that it will pay to borrow money at 7 per 
4 : ‘ t ints al MB ci ck ciscue’ 000.000 : 

many. The list contains a great many addresses which it Fn “mene pore ay mp _ — a ia atest ciate 3,000,000 | cent. to make them. It will pay excellently well to improve 

would be very difficult to find elsewhere. MOONE MPIC. wyncves 66 ceccccscccoccsosccestoscmissescece 1,200,000 | that or any similar road to any extent necessary to accommo- 
. im- 

ee een aoe my waaeteayen ae _ 2,000,000 | date the traffic that offers. We know that it and other lines 

Railway Association of America. ne ae NO on SE Coe ee Bee See ee ee See eee 

Changing 11,000 cars from broad to narrow gauge at $100 ited, during the past winter, by the lack of terminal facilities 

The following circular has been issued by the Committee on| each............... cette cece sees ceeseeeceeeteen cs te sseee 100,000 | and also probably by a lack of equipment. The change of 
Uniformity of Locomotive Reports : . Extending road to Scranton coal field, including purchase 






of coal rights, contracts, etc., so as to secure for trans- 





gauge is likely to be worth much more than it will cost, and 





















For information of the Committee appointed to devise a plan} portation 1.000,000 tons saneally. eviesiae ane aed noes Seale 8,000,000 | indeed will not cost much, except for new equipment. The im- 
for securiog unifortnity in locomotive reports, I respectfully | Completing Hudson & Newark Railway, and depot and provements cannot be made in an instant, and doubtless will 
request replies to the queries below at our earliest lands for same On Branch.........0.-+eseesccccsescceccces 1,000,000 ’ ts 
convenience, so that the Committee may, if possible, report at Paschasing cn company interests in cars now in use, un- diets not be made faster than they are needed. Very little improve- 
the next meeting (May 14). ln pe paneer tinengen a preferred stock, finded’debt and | Ment will make the net earnings of the Erie an excellent return 

Locomotive reports, whieh should le valuable Sue comport gw) Sk. ~ eehereh ammeips tans eee ther ,000,000 | on the investment ; but it is so unfortunate as to have fifty 
son, are rendered useles rary oni Toad : : z ; 
being allowed engines, and by a want of uniformity in appor- Total capitalization ........-.s.seeseeees cpaskampen $184.720,635 millions or #0 represented in its capital account which have. 
tioning charges. The Committee hope that the efforts of the ' Amount of annual interests at 7 per cent........ ........ 12,980,444 | never been invested in the property. ‘ 
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Report of the Central Railroad of New Jersey. 

This company owns a road from Jersey City to Easton, Pa., 
74 miles, with a branch about four miles long from the main 
line near Elizabethport to the Newark and New York road at 
Brill’s Farm. It operates under lease the Lehigh & Susque- 
hanna road from Easton to Wilkesbarre, 105 miles, with the 
Nescopec Branch, 9 miles, the Nanticoke Branch, 204 miles, the 
Coplay Branch, 1 mile, and the Lee Branch, 2 miles; the ke- 
high & Lackawanna road from Bethlehem, Pa., to Chapman, 15 
miles ; the Nesquehoning Valley road from Mauch Chunk, Pa., 
to Tamanend, 164 miles; the Tresckow Railroad, from Silver 
Brook, Pa., to Audenried, 5 miles; the South Branch Railroad, 
from Somerville, N. J., to Flemington, 15 miles; and the New- 
ark & New York Railroad, from Communipaw, N. J., to Newark, 
8 miles ; making a total, including coal branches, of 291 miles. 
The line trom Jersey City to Wilkesbarre, Pa., forms the main 
line. 

The report for the year 1872 is given below : 


The comparisons made of the receipts, expenses, &c., of the 
past year with those of the one that preceded it, include those 
of the Lehigh & Susquehanna Railroad and its branches, run 
under lease, the whole 180 miles of main line and 111 miles of 
branches having been operated as one concern. 

The Lehigh equipment is included in the general statement 
of equipment, which also includes that ofall the branches ; 
and the repairs of the same are included in the general expense 
accounts. 


SERVICE OF THE ROAD AND FERRY. 


The service of the whole road, as compared with that of the 
previous year, has been as follows: 











1872. 1871. Increase 

Miles run by passenger trains...... 1,398,147 1,164,823 233,324 

- “ " merchandise trains. . ..1,060,742 £08,795 251.947 

al ‘+ coal trains........ 2,142,348 1,556,905 585,443 

Total by transportation trains. 4,601,237 3,530,523 1,070,714 
Miles run by wood, gravel and con- 

struction trains.... .  .... ....0- 288,654 171,850 116,894 

Total miles run by trains.....-- 4,889,891 3,702,373 1,187,518 


The ferry boats have made 40,828 trips between New York 
and Jersey City, against 39,993 trips the previous year. The 
ferry between New York and Elizabethport has been regularly 
kept up. 

PASSENGERS, FREIGHT AND COAL. 


A comparison of the passenger business of the year 1872 with 

the previous year gives the following results : 

1872, es =. as 

Number of passengers........... 4,478,513 944,103 534,410 

Miles traveled by passengers....49,272,020 44,808,654 4,463,366 

A similar comparison of merchandise business gives as fol- 
lows : 


1872. 1871. Increase. 
Number of tons carried,......... 1,490,689 990,591 500,098 
Tons carried one mile... ....... 83,560,282 59,557,173 29,008,109 


A similar comparison of the coal business gives the following 
results : 


1872. 1871. Increase. 
Number of tons carried......... 8,619,549 2,958,046 661,503 
‘Tons carried one mile.......... 294 376,237 229,342,245 65,034,042 


The coal tonnage over the Central Division, since the trans- 
portation of coal was commenced, has been as follows: 


Lehigh. Lackawanna. Total. Increase or 
Tous. Tone. Tons. Decrease. 
BO. 6 6s2seccreccees 33.325 98,670 131 995 131,995 Inc, 
TE, caadabnsse-00ee 84,41 209.950 294,791 162796 ** 
_ eee 122,923 417.726 540,649 245,858 ** 
ee AP 183,277 455 681 638,958 98 309 “* 
sss 26s ceeseene 263.906 590.863 854,769 215,611 * 
TE ccbncaesoasviees> 254,315 568,069 823.214 31,555 Dec. 
BRED. ccccssieccossve 314,195 502,375 816,570 6.644 “ 
BIND cncccccccessees 425,927 613,954 1,049.881 233,311 Inc. 
TR scscscreeces oe 474,221 675.743 1,149,964 100,083 * 
errr. 509,819 494 687 1,004,506 145.458 Dec. 
(Pe 511,076 T8173 1 289,219 284,743 Inc, 
BE vcccnceseccssens 613,425 855 620 1,369,045 79,796 ** 
Bisncbdcacscocecce 765,657 853.188 1,618,845 249,800 ** 
err 733,485 822,567 1,556, 52 62,793 Dec. 
:  aeerrerrre 997,504 1,054,680 2,052,184 496,132 Inc. 
Bi 00n00004092008 1,244,998 632,066 1,877,064 175.120 Dec. 
TEN cos cccccesccces 1,538,591 689,626 2,228,217 351,153 Inc. 
Potal...cccces 8,981,515 10,314,438 19,295,953 


There was an increase in Lehigh coal of 293,593 tons, and in 
Lackawanna coal of 57,560 tons on the Central Division. 


EQUIPMENT. 


The company now own 227 engines, of which 219 burn hard 
coal and 8 wood. The condition of these engines is reported 
as follows: 156 in first-class order; 30 in good working order ; 
14 require general repairs, and 25 are now in shops repairing. 
During the year 9 new passenger engines, 10 new freight and 
2 new shitting, and 5 new work engines have been added to the 
equipment. One engine has been condemned and cut up. 

The equipment of cars is as follows: 


115 first-class passenger cars. 1 8-wheel pavilion ear. 
13 second-class ‘ a 10 8-wheel iron and lime cars 
84 baggage and smoking “ 136 6-wheel ‘* om “ 
10 baggage and mail we 14 4-wheel ‘“* + “ 
3 express “ 740 8-wheel coal - = 
351 8-wheel house freight “ 14,034 4-wheel ‘ “ 
74-wheel “ si = 367 4-wheel ‘ “ 
82 8-wheel stock a 19 6-wheel wood rack ne 
9 * caboose * 4 4-wheel * “ 
78 4-wheel = » 4 8-wheel derrick %: 
414 8- wheel platform = 4 * we = 
811 8-wheel gondola - 35 work (flat) . 





During the year the following additions have been made to 
the car equipment. There have been purchased 16 passenger 
cars, 1,730 4-wheel coal cars and 80 4-wheel gravel cars. There 
have been built in the company’s shops 2 beggage and smoking 
cars, 25 box cars, 4 stock cars, 17 flat cars, work train flat 
cars, 1 pavilion car and 2 tool cars, all 8-wheeled; and 130 4- 
wheel coal cars, 8 4-wheel cabuose cars, and 2 4-wheel gravel 
cars. The following changes were made: 3 first-class passen- 
ger cars were changed to combination cars; 1 baggage car to 
baggage and mail car; 1 second-class passenger car sold, and 
1 changed to a combination car; 1 second-class passenger car, 
5 4-wheel box cars, 13 6-wheei iron and lime cars, 90 -wheel 
coal cars, and 3 4-wheel caboose cars have been broken up or 
destroyed. 


TRANSPORTATION ACCOUNT. 


The following is a statement of the ordinary receipts and ex- 
penses of both roads for the year 1872, compared with those for 
1871: 


Receipts. 

1 S08 ois 82 guieist av ta 
Passengers............00+ 1,891,209 29 $1,275.09 y nc. 

Merchandise bias 3 Secdeees tar 84 1,512,947 54 331,693 30 ** 
SRR RKC 3,718,236 90 3,900,571 71 182,334 81 Dec. 
us etnaldect oenedoneh 19,499 95 15.809 90 3,690 05 Inc, 
MRDOOIB 55 <6 vdsisn de - cco ds 26,417 16 22,429 55 =: 2,012 39 Dec. 

née oteteens caeendes 19,618 90 25,516 49 5,897 59 ** 
Miscellanevus....... 17,771.70 =: 17, 424-59 347 11 Inc. 














OOP RITNEB dc dcssicics vee 33,323 25 15,587 59 17.735 66 ** 
Total receipts........ $7,120,717 99 $6,841,379 19 $279,338 80 Inc. 
Hapenses. : 
Running expenses........$1,594,236 09 $1,266,095 94 $328,140 15 Inc. 
Fuel consumed............ 346 350 21 = 328,436 98 17,923 23 * 
Repairs of road........... 884,084 11 896.895 47 12.311 86 Dec. 
Repairs of engines........ 324,317 17 250,388 82 73,928 45 Inc. 
Repairs passenger cars.... 72,978 98 68,717 29 4,261 69 * 
Repairs freight cars....... 80,618 938 51,605 52 29,013 46 ** 
Repairs coal cars.......... 306,909 30 235,240 84 71,668 46 “* 
Repairs buildings, bridges, : 
docks, &.......... -eeee 164,186 34 =:188,551 71 ©4365 37 Dec. 
Rep’rs tools and mach’ry.. 41,410 67 34,639 47 = 681 20 Inc. 
Expenses Ashley Plains 73,711 57 68,878 04 4,833 53 “ 
Expense acrount. 132,240 62 = 121,323 14 10.917 48 * 
Miscellaneous expens: 96,027 92 T1979 59 «=—-24,048 43 * 
Ferry running expenses... 9,032 00 88,995 50 1,035 -0 * 
Ferry-boat repairs.... ... 29,652 35 34,895 67 5,233 32 Dec. 





$4,236,806 31 $3,706,144 48 $530,661 83 Lac. 


Balance net earnings. . $2,883,911 68 $3,135,234 71 $251,323 03 Dec. 
The gross receipts per mile run have been as follows: From 
assenger trains, $1.00 against $1.09 in 1871: from merchan- 
ise trains, $1.79 against $1.93 ; from coal trains, $1.74 against 
$2.55. The average receipts per mile, run from all trains, have 
been $1.46 against $1.85 the previous year. 

The gross expenses per mile run have been 87 cents, against 
$1.00 the previous year. 

These earnings are at the rate of $24,470 per mile of road 
worked, ‘Ihe net earnings are at the rate of $14,599 per mile. 

The following table shows the receipts, expenses and net 
earnings, trom the beginning of 1853 to the present time, in- 


cluding since 1870, those of the Lehigh & Susquehanna Divi- 
sion. 





Receipts. Expenses. Net earnings. 

_ . ae $349 018 $197.629 or 57 p c. $151,389 or 43 p. c. 
378,145 197,349 or 52 ** 180,796 or 48 ** 
er 893,729 208,856 or 53 ** 184,873 or 47 ** 
_ oe Oe 553,479 238,308 or 47 “* 295,17 or 53 ** 
SS 622,314 340,502 or 49 ** 341,812 0r5l “ 
836,934 345,614 or 42 ** 491,320 or 58 
a 971,702 385,716 or 39 * 585,986 or GL ** 
Sao 1,185,848 475,457 or 40 ** 710,39 or 60 “ 
1,201,845. 522.452 or 43 ** 679,443 or 57 ** 
1,397,586 623.245 or 44 ** 774,341 or 5th“ 
1,941 ,"76 814,732 or 42 * 1,127,244. r58 “ 
2 537.185 1,231,554 or 49“ 1,305,631 or 51 ** 
3,036,390 1,742,434 or 57 “* 1,287,956 or 43 * 
1,% 1,963.976 or 55 ** 1,617,268 or 45“ 
350,398 1,872,022 or 56 “* * 1,472,376 or 44 ** 
3,724,412 2,379,192 or 64 * 1,350,220 or 36 * 
4.110.121 2,642,163 or 66“ 1,367,9 8 or 34 * 
4,393,514 2,512,217 or 57 ** 1,881,297 or 43. ** 
6,-41.379 3,706,144 or 54 ** 8,135.235 or 46 ** 
7,120,718 4,236,806 or 59 ** 2,883,912 or 41 ** 








Total. .$48,492,987 $26,663,368 or 55“ $21,824,619 or 45 
The profit and loss account stands as follows : 
Gross earnings during the year...............c0.eeeeeee $7,120,717 99 

















Balance of former profits to credit of account.......... 166,155 62 
$7,286,073 61 
It has been debited as follows : 
EE SIE, sicccueacocecuen.cocese® $4,236,806 31 
Rent of Lehigh & Susquehanna Railroad.. — 810,455 50 
Interest account ee 453,041 78 
ee See 65.918 14 
re 1,755,569 62 
——$ ——— 7,321,791 36 
Balance to debit of account........ .....0....00e6 $24,717 75 


This may be regarded as a favorable result to the business of 
a year in which the company increased its coal transportation 
351,153 tons, and received for the larger amount $182,334.81 
less than for the smaller transportation of the previous year. 

The cost of the Central Railroad, double tracked, with its 
ferry houses, ferry boats, coal wharves, station houses, shops 
and other appendages, stands at $12,447,741.43, and that of the 
equipment of both roads at $7,882,235.45. 


BUSINESS OF THE YEAR. 


The passenger and general merchandise business continues 
to show a healthy growth and steadyimprovement, but with- 
out any marked feature calling for comment. 

The coal business continued, during most of the year, to be a 
severe struggle by producers and transporters to get the largest 
possible tonnage forward to a market, which though capable, 
as shown, of taking all the coal offered, became utterly demoral- 
ized in prices by the idea of over production. The prices for 
coal fell steadily, transportation rates being correspondingly 
reduced, until they had reached a point at which little was 
made by any one in the trade. No corresponding benefit ac- 
crued to the public, as consumers knew they could not rely 
upon these low prices as permanent, and consequently made no 
reduction in the prices of manufactured articles. In the au- 
tumn, however, a change for the better took place, and there 1s 
every reason to believe that during the year 1873, without any 
reaction to high prices, coal will realize, to all concerned in the 
trade, a very different result from what it did the past year, 
while the supply called for will be even greater than the amount 

roduced in 1872, large as it was. It is the opinion of those 
best informed in the trade, that we are not hkely to suffer 
again soon from the same causes that cut down profits so se- 
verely in 1872. i d 

The business of the Lehigh & Susquehanna Division has 
steadily increased. The division of business between the two 
roads has been as follows : 








Central. Lebigh & Sus, Total 
Passengers.......-....-- $1.91 965 33 $199,243 91 $1,391.209 29 
Merchandise............ 1,463,635 37 431 WS 47 1,894.640 84 
EOS A 1,856.681 81 1,861,555 09 3.718.236 90 
Other receipts.......... 114,206 09 2,424 87 116,630 96 
, eee ey $4,626,488 65 $2,494,229 34 «= $7,120,717 99 


The Consulting Engineer’s annual report shows that the 
work on the widening of the road for the third and fourth 
tracks has been continued. The new line between Westfield 
and Plainfield is so far completed that trains will be put on it 
next summer. A new stone arch bridge has been put over 
Elizabeth River and several new bridges over the track have 
been put up. 

On the Newark & New York road the trestle work between 
the Passaic and Hackensack rivers has been filledin. The 
work of lowering the grade through Bergen Hill has not been 
pushed and is still incomplete. 

The new line from Elizabethport to Perth Amboy has been 
mainly graded, bridged and prepared for the track, and track- 
laying has been commenced at Elizabethport. The road is to 
be opened to Perth Amboy this summer. The bridge over the 
Raritan River or bay is considerably advanced. The pile bridg- 
ing, of about 3,000 feet in length, is nearly completed. All of 


the standing piles are driven, most of the spur- 
shores are in and fitted, and the superstructure 
is done, with the exception of laying the floor 


planks and putting on a few braces. About seven-tenths 





in value of the masonry for the draw and the Howe-truss 
bridging to rest upon, is completed. The pivot pier and north 
abutment of the draw, together with the three truss bridge 
piers north of the draw, are finished, except the coping and a 
couple of courses of masonry on the extreme northerly pier. 
‘The pile foundation for the extreme southerly pier is in, and 
all of the platforms and caissons for the piers not built are 
ready to be put in place. The iron superstructure of the draw 
is mostly made, and is ready to be delivered. About five- 
sixths of the timber for the Howe-truss bridging is delivered. 

The right of way from South Amboy to Long Branch and the 
depot grounds at the latter place have been secured and most- 
ly paid for. 

On the Lehigh & Susquehanna Division, 7} miles of second 
track have been laid and about 20 miles of grading for the sec- 
oud track done. Most of the work is being done by the day, 
under charge of the roadmasters, 

During the year, 34} miles of track on the main line was laid 
with steel rails, making 80 miles in all so laid. On the Lehigh & 
Susquehanna, 16 miles of steel were laid. The steel rails con- 
tinue to give satisfaction. 


COAL SUPPLY. 

The efforts of this company have been steadily directed to 
securing a steady, reliable supply of coal trom sources within 
their own control, independent entirely of other companies ; 
and also to securing proper markets for the coal transported, 
In both their success has been very gratifying, and every year 
is likely to place this, their most important business, on a firmer 
basis. It is easy to see also that the substitution of a smaller 
tonnage over the entire length of the roads will give a better 
return and at less expense than a larger tonnage over a part 
only of one road. 

STOCK AND BONDS, 

During the year the remaining installments on the $5,000,000 
scrip stock were paid in, and after the close of the year the 
amount was added to the capital stock, making the whole 
amount $20,000,000. 

In order to supply funds for the purchases of coal interests, 
and for the other general purposes of the company, an issue of 
$5,000,000 ot 7 per cent. bonds was decided on, making the 
bonded debt ten millions. These bonds are due in 1902, but are 
convertible between November 1, 1875, aud November 1, 1877, 
into stock at par. Of these bonds $1,725,000 were issued at 
par; the remainder will be disposed of as required. 

CONTRACT WITH DELAWARE, LACKAWANNA & WESTERN RAILROAD 
COMPANY. 

In the postscript to the last annual report it was announced 
that an ayreement had been entered into, on the 16th of March, 
for consolidating and uniting the interests of this company and 
those of the Desaware, Lackawanna & Western Railroad Com- 
pany, and the agreement was set out im full. Subsequently, it 
was submitted to the stockholders for approval, and with the 
greatest difficulty the assent of three-quarters in interest was 
obtained. From the first it was extremely unpopular, owing 
mainly to distrust of the motives and management of the Del- 
aware, Lackawanna & Western Railroad Company. Untortu- 
nately, this distrust was justitied by experience. 

At the very outset of the meetings of the Joint Committee, 
dissensions began. The financial condition of the Delaware, 
Lackawanna & Western Railroad Company was unexpectedly 
found to be such thatan immediate issue of $3,000,000 convert- 
ible bounds by their compauy was demanded, and had to be ac- 
ceded to. After the bonds were all sold and proceeds expend- 
ed by them, that company still showed a very large amouut of 
liabilities. Without charging deception, it is sufe to say that 
no such state of urgent indebtedness had been exhibited to our 
committee. 

Nor was this all. In addition to the formal terms of the 
contract for merger, it is natural to suppose that the repre- 
sentatives of two such large interests would have some defi- 
nite understanding, in advance, about the organization aud 
general policy of the united companies. To suppose anything 
different 18 au insult to the common sense of ali concerned. It 
was soon found, however, that the understanding on the sub- 
ject of permanent organization either did not exist or was not 
to be recognized. A committee on organization was appointed 
with a prominent Lackawanna director as chairman. Finding 
the committee to be in favor of the organization proposed by 
the Central, he refused, for six weeks, to call a formal 
meeting, and only then consented with the understanding 
that they should disagree and be discharged—which was 
doue. In matters of policy there was the same lack of 
accord. Auction sales of coal were obnoxious to the 
trade generally and objected to by the Central. It was 
understoud that this was to be an open question; on the 
contrary, the sales went on without coneultation, and ac- 
celerated the fallin prices. Instant steps were to have been 
taken to secure the removal of the broad-yauge rails from the 
two roads. Instead, the only anxiety shown was to extend the 
broad gauge over the Central from Elizabeth to Jersey City ; 
though resolutions were passed in the Committee looking to the 
substitution of the narrow gange, the change was practically 
deterred to some unkuown period. Anuual reports to stock- 
holders and quarterly dividends were tolerated for the present, 
not adopted. In fact, it was soon evident to the Central di- 
rectors that it was expected that the Lackawanna principles 
should supersede those on which the Central had been so suc- 
cessiully managed. Having goneinto the union, however, they 
Were most earnestly desirous to carry it out. Repeated and per- 
sistent eflorts were made to reconcile matters, but without 
any result. The only reply to warnings that the union 
would be dissolved was, “You can’t get out of it; 
you are fast.” After exhausting every ctfort for har- 
mony, the Central directors decided to avail themselves of 
organic lack of power and other good grounds, for 
anuuiling the contract (which had never really gone into oper- 
ation, with the exception of meetings of the joint committee), 
and the final rupture took place on the refusal of the commit- 
tee to allow the regular quarterly dividend to be made in Oc- 
tober. Then it was that, for the tiret time, it was discovered 
by our counsel that, owing to a failure to record the agreement 
it was by statute invalid and of no effect. Though a technical 
ground, yet, as one from which there was no escape and which 
gave immediate reiief, it was used in the litigation which fol- 
lowed, with the result of a ey decision in the company’s 
favor on the above ground, though on a collateral issue. The 
question of a re-execution of the contract was then submitted 
to the stockholders, when 112,610 shares voted against it, while 
only 5,917 voted in its favor. Notice of the result was given 
to the Delaware, Lackawanna & Western Railroad Company, 
and the union finally ended so far as this company was con- 
e-rned. Litigation, however, continued, and the whole mat- 
ter has been taken up to the Court of Final Appeals, where it 
willbe heard and decided at as early a day as possible. After 
the Ceniral had withdrawn from the agreement by the above 
decisive vote, and while the matter was pending in the highest 
court an attempt was make by act of the Legislature to va! - 
date the agreement, “any law to the contrary notwithstai d- 
jag.” ‘The act was forced through, without debate and without 
a hearing. In the opmion of ourcounsel, “the Legisiature 
can pass no law that will stand; the very law must show the c ne 
trace tw bave been void, and the stockholders at liberty to rejevy 
or adopt it ; and, if three-quarters did not agree to it, the Legise 
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lature cannot make a valid contract for the company.” In this 
opinion any lawyer will concur. 

During this unpleasant controversy the Board have been 
united on every point. No variation of opinion has occurred, 
and each step taken has been fully sanctioned by the judgment 
of every director ; and if they were unanimous in recommend- 
ing the union, they were much more heartily so in their action 
for annulling it. Itis just also to add, that it was the earnest 
desire of the chief executive officer of this company to retire, 
hoping thus to end apart of the difficulties, but the Board ob- 
jected pirmgrny be entertaining the proposal. 

The damage to both companies from this controversy and 
litigation have been considerable. The market prices of the 
stocks has been materiaily affected,-and money negotiations 
interfered with. Had matters gone on as originally expected, 
it is still thought that, even with the large floating debt of tho 
Lackawanna, the consolidation would have been a good thing 
for this company. As matters turned out, however, there was 
no — open to, or desirable for this company, but the one 

ursued, 

: Thus ended in six months a contract meant to be perpetual. 
In December the contract of 1854, also meant at the time to be 
erpetual, but which had been 7 and persistently violated 
the Delaware, Lackawanna & Western Railroad Company, 
was formally annulled by this company, and a final suit for 
heavy damages begun. The attempt at union has ended in a 

total division. 
DIVIDENDS. a 

Quarterly dividends of 2} per cent. have been made, amount- 
ing in the whole to 10 per cent. for the year. , 

CONCLUSION. 

The prospects for results from the business are much more 
favorable the present year than the past, and a handsome re- 
turn on the capital 1s expected. All that can reasonably be 
expected from the general management in the Superintendent 
Department is that 1t should be kept up to the excellent stand- 
a of the past. No passenger injured out of the millions car- 
ried, and no serious accident of any sortis again the report. 
The company are proud of their employees. 

BALANCE SHEET. 
Debtor. 


NS COTE ORE DI OTOL TS OT TRL $2,5 p44 2 


SS Res ee <a 818 
Railway superstructure and ballast. 3,308,048 57 


















Bridye superstructure.... a 620,701 96 
Land damages........... pec ae. 714,370 36 
ee EO CLT Tee 192 857 94 
Interest charged to construction... ..... 431,939 62 
—— $8,794,880 65 
New York station and ferry houses.... ................ 344.556 21 
NN SI NE oo ance sacssincessecedbecnccecccsseces 965.805 5u 
PVE CORMBTOM CORI BOMTIOR. 6.5 iso be cc cececccsesccncecccoe 843,276 41 
aa wt MOSS GATIO. on.ocisin ciscns cnce. crcscerccccesesece 30°',146 10 
Station houses, shops and water stations....... ...-..- 597,224 53 
Ferry interests and boats...............- - ‘ 574,0i6 10 
De ree = poo! 93 
Passenger and baggage Cars. . 1,042 07 
Freight care. .....ccccccveccce -. _ 869.730 98 
WOU GID 56640 0b00s. cecarsrccds. seqgesnsuset tice seteccase 3,773,970 47 
TORE SOCOUBW 000002 ccce sccscccecscocces $148,102 59 
Coal properties—interest........ oe 8,748 943 73 
Machinery and miscellaneous property.... 336,372 33 
TOMAIOIR. 0.0 cececcescccecesece cecveesccee 12,297 32 
—— $4,545,715 97 
American Dock & Improvement Company stock....... 500.00 00 
Newark & New York Railroad Company stock......... 883,100 00 
Chairs, spikes, steel and iron rails and ties on hand 345.463 39 
Materials and fuel on hand 297,450 6 


Cash and accounts receivable. 
Renewal fund, debit 








Capital StOCK......c0ccce cccccccsccccccccescccccces sees I 
Convertible bonds due 1902 .............. cece see cece 1,725.00: 00 
Mortgage bonds due 189)... 2... ...cce eee cence ee eens 5,000,060 00 
Bonds due 1875 (balance Out)... ...........02...c0cscecee 174,000 00 
Lehigh Coal & Navigation Company loan due 1897 (as- 

WI ooo cate ecekn ca ccmstiatas hana scnmecesceciec 2,319.000 60 
Railroad Car Trust of Philadelphia (assumed)...:...... 446,838 88 
Interest on bonds, accrued, not yet due...............- 192,834 16 
Accounts payable......cccccccccsccccccscceces Mauetcleste 2,418,431 24 

$32,267,104 28 








CHICAGO RAILROAD NEWS. 
Freight Rates. 


The rates for fourth-class eastward-bound freights are now 
45 cents to Albany, 50 cents to New York, aud 55 cents to 
Boston. 


Chicago & Paducah. : 
Track-laying commenced from Fairbury southward, on this 
road, May 5. 


Illinois Central. 

At a recent meeting of the directors the following preamble 
and resolutions were adopted : ; 

**The directors of this company having made arrangements 
for through communication from Chicago and St. Louis to 
New Orleans, which they believe will largely increase its busi- 
ness and revenue, desire to provide for outlays required to per- 
fect this connection ; also for the extensive and important 
works in progress upon the lake shore at Chicago and to make 
further provision of steel rails; and therefore determine that the 
requirements for these purposes may best be provided for by an 
issue of shares. It is therefore resolved as follows : 

‘* First—To increase the capital stock of the company from 
$25,500,000 by a further issue of shares to the extent of twenty 
(20) per cent. thereupon. _ 

‘“Second—That subscriptions from stockholders to the new 
stock, in even shares, in the proportion of one to every five 
shares registered in their names upon the 15th day of June 
next, shall be accepted at par. : 

‘* Third—That the payment of fifty per cent. of these subscrip- 
tions shall be made upon the 1st day of July next, at which date 
the company will issue receipts certifying saitl payment; and 
the remaining fifty per cent. shall be payable on the 1st day of 
August, 1874. : 

vurth—These certificates shall beur interest at the legal rate 
of seven per cent. per annum, until the 1st day of August, 1874, 
at the office of the company in New York, at which last day, on 
the completion of the payment, the certificates shall be ex- 
changed for the share certiticates of the company, to be en- 
titled to dividends declared thereafter. : 

‘* Fifth—The certificates shall be transferable in sums of $50, 
or the multiples of $80, so that, when the second payment to 
the company is made, the total amount will correspond to the 
shares to be issued.” dily 

This will give the company within two years $5,100,000 for 
needed improvements, and will increase the capital stock to 


,600,000. : 

The straits having been announced to be open for navigation, 
this company has resumed the taking of grain into its ele- 
vators. 

The work on the extension of the Mississippi Central from 
Jackson, Tenn., to Cairo, Ill., is Po mg in vigorous progress. 
The grading is done within five miles of a point in Kentucky 
about one mile below Cairo, which wiil be the northern ter- 
minus. The track is now nearly completed to Milan, Tenn., 
and track-laying is expected to proceed at the rate of about 





one mile per day until the road is completed from Jackson to 
Cairo, a distance of 106 miles. When this bit of road shall be 
completed, the distance by it from Cairo to New Orleans will 
be just 560 miles, and from Chicago to New Orleans 926 miles. 
Freight and passengers will then be transferred from Chicago 
to New Orleans and vice versa without change of cars, and this 
will be cei tain to exercise a very favorable influence upon the 
business of the two cities. 


Viaducts. 


The Board of Public Works of Chicago is about to commence 
the constfuction of an expensive viaduct over the tracks of the 
Chicago, Burlington & Quincy and the Chicago & Northwestern 
railroads. It will cost about $92,000, the greater part of which 
sum is to be paid by the railroad companies named. The board 
is also about to build a viaduct over the Chicago & Alton and 
the Pittsburgh, Fort Wayne & Chicago tracks at Twelfth street, 
which will cost about $25,000. The railroad officials and the 
city authorities have come to a mutual understanding with re- 
gard to the construction of viaducts, which will probably result, 
within a very short time, in the building of viadacts over the 
roads at all the important crossings, which will be a decided 
gain, both to the people and to the companies, since the latter 
can run their trains at a considerabl y greater speed than at 
present in the more central portions of the city. 


Ohicago & Northern Pacific Air Line. 

There have been heretofore two companies of this name— 
one in Illinois and the other in Wisconsin. An agreement for 
@ consolidation has been ery upon, which is to be acted 
upon at meetings of the stockholders at Janesville, Wis., June 
4. The company’s intertion js to construct a railroad from 
Chicago northwest to Duluth, about 400 miles. It owns, we 
believe, several miles of road-bed graded some years ago. 
George E. White is President; George U. Graves, Vice Presi- 
dent ; John C. Baines, Treasurer; William R. Chadsey, Secre- 
tary ; James L. Anthony, General Manager, 


QOhicago & Northwestern. 


The “4 ticket office was established May 1, at the southwest 
corner of La Salle and Randolph streets, and commutation 
tickets are sold at this office only. 

Michigan Ventral. 

This company is about changing the time-tables of passenger 
trains so that the Atlantic and fast New York express trains 
will arrive at New York city half an hour earlier than now. The 
hour of departure from Chicago will remain as at present. 
Work has been resumed upon the 82 miles of road which is to 
be double-tracked, and the company is now receiving steel rails 
for renewals along the main line. The Great Western road will 
also be double-tracked by the end of this season. That com- 
pany has purchased steel rails enough for the entire line. The 
company has advertised for bids for the completion of the 
double-tracking of the line from Glencoe to Detroit, 80 miles, 
before the advent of next winter. This will be of great benefit 
to the Michigan Central, whose facilities for moving freight 
have hitherto been much greater than those of the Great West- 
ern, which it chiefly depends upon for transporting its freight 
between Detroit and Buffalo. 








@Qeneral Railroad Wews. 


ELECTIONS AND APPOINTMENTS. 








—Mr. J. C. Stanton, Jr., has been appoiutel Purchasing 
Agent ofthe Alabama & Chattanooga Railroad. 


—Mr. Hosea Hyde has been appointed General Agent in Bos- 
ton for the Boston, Clinton & Fitchburg Railroad, in place of 
E. F. Wetherell. 


Mr. J. H. Stewart has been appointed Superintendent of the 
Madison Division of the Chicago & Northwestern Railway, in 
place of O. Beardslee, resigned. Mr. A. A. Hobart has been 
appointed Superintendent of the Kenosha Branch. 


—Mr. Emmons Raymond, President, is also Acting Superin- 
tendent of the Connecticut & Passumpsic Rivers Railroad, in 
place of L. W. Palmer, resigned. 


—Mr. John 8S. Beggs has been appointed Superintendent of 
Transportation of the Western Division of the Erie Railway. 
Mr. R. G. Taylor, who has had charge of both the Western 
= Buffaio Divisions, retains hereafter the Buffalo Division 
only. 


—Mr. B. M. Arms has been appointed Western Passenger 
—_ of the Erie Railway, in place of A. J. Day, deceased ; his 
office will be at Chicago. Mr. H. W. Fuller has been appointed 
General Southwestern Agent, with office at Cincinnati. 

—Mr. C. Ennis bas been spree Comptroller of the Hous- 
ton & Texas Central Railroad. 

—Mr. E. B. McClure has been appointed Master of Trans- 
portation of the Indianapolis & St. Louis Railroad. 


—Mr. H. J. Mirick has been appointed Assistant General 
Manager of the Missouri, Kansas & Texas Railway. Mr. W. 
A. Morrill has been appointed Paymaster in place of H. T. Le- 
mist, who has resigned to accept the superintendency of the 
Osage Coal & Mining Company. 

—Mr. J. H. Sullivan has been appointed Superintendent of 
the Minnesota Division of the Northern Pacific Railroad, in 
place of C. T. Hobart resigned. Mr. L. M. Ford has been ap- 
pointed Auditor in place of Luther Allen, resizned. 


—Mr. F. D. Huestis has been appointed Master of Transpor- 
tation of the Logansport, Crawfordaville & Southwestern Rail- 
road in place of McLene Doherty, Assistant Superintendent, 
who has resigned. 


—Mr. R. T. Brydon has been _ I General Passenger 
Agent of the Ohio & Mississippi Railroad, in place of F. Van 
Dusen, resigned. 

—Mr. W. F. True has been appointed General Freight and 
Passenger Agent of the Tuckerton Railroad. 


—Mr. Charles P. Ball has been appointed General Superin- 
tendent of the Western Railroad of Alabama, in place of G. I. 


Foreacre, who has become General Superintendent of the Macon 
& Western road. 


—The St. Louis Railway Employees’ Mutual Benefit Associa- 
tion was organized in St. Louis recently by the election of the 
following directors: Charles E. Follett, General Ticket and 
Passenger Agent Vandalia Line ; C. L. White, Auditor Atlantic 
& Pacific Railroad ; Thomas Dorwin, General Passenger Agent 
Missouri, Kansas & Texas Railway; George H. Huntington, 
Agent Missouri, Kansas & Texas Railway ; H. E. Sharpe, Sec- 
retary Railway Association of America; Geo. H. Heafford, As- 
sistant General Passenger Agent Atlantic & Pacific Railroad ; 
T. E. Cassidy, General Freight Office Atlantic & Pacific Rail- 
road; T. E. Morton, Agent St. Louis & Iron Mountain Rail- 
road; B. V. Chase, clerk Atlantic & Pacific Railroad. All em- 
ployees of any railroad, telegraph or transportation company 
are eligible for membership, except train men, section men, 

—s switchmen and men employed on trains and steam- 
oats. 


—At the annual meeting of the Nashua & Rochester Railroad 
Company, at Nashua, N. H., May 1, the following board of di- 
rectors was elected: F. H. Kinnicutt, F. H. Dewey, E. B. Stod- 
dard, Charles W. Smith, C. 8. Turner, Worcester, Mass.; A. W. 
Sawyer, F. A. McKean, A. H. Dunlap, Nashua, N. H.; N. V. 
Whitehouse, Edward G. Wallace, Rochester, N. H.; J.C. East- 





man, Hampstead, N. H.; J. C. Burley, Epping, N. H.; Charles 
H. Waters, Groton, Mass.; C. E. Winten, Whitensville, Mass.; 
John Lynch, Portland, Me. Aaron F. Stevens, of Nashua, N.H., 
was elected clerk. The directors subsequently elected F. H. 
Kinnicutt, President, and T. W. Hammond, of Worcester, 
Mass., Treasurer. 


—Mr. Thomas A. Walker, Receiver of the Selma, Rome & 
Dalton Railroad, has appointed John M. Beck General Super- 
intendent in place of E. G. Barney, resigned, and Ray Knight, 
General Freight and Ticket Agent, in place of J. B. Peck an 
WG. McEiwain. 


—Mr. T. Milligan has been appainted General Freight Agent 
and Robert Rillie, General Ticket Agent of the Fort Wayne, 
Jackson & Saginaw Railroad Company. 

—Mr. F. Knowland has been appointed Assistant General 
Ticket Agent of the Union Pacific Railroad. 

—Mr. D. B. Emmert has been appointed Special Emigration 
Agent for the Missouri, Kansas & Texas Railway, with head- 
quarters at St. Louis. 


—A. McLaughlin has been chosen Secretary of the Illinois 
Railroad and Warehouse Commission, in place of James A. 
Raymond, resigned. Mr. McLaughlin has been editor of the 
Harvard (Ill.) Jndependent, and clerk of House Railroad Com- 
mittee during the present session. 

The stockholders of the Ridgefield Park Railroad Company 
have elected the following board of directors: D. E. Culver, 
J. B. Mallory, Jersey City, N. J.; E. K. Al. Burtis, Englewood, 
N. J.; William 8S. Banta, Hackensack, N. J.; Hezekiah Wat- 
kins, C. N. Jordan, J. N. Wilhamson, New York. 


—The directors of the New York & New England Railroad 
Company have chosen William T. Hart, President, H. C. Luce, 
Treasurer, and Charles P. Clark, of Boston, General Manager. 
Mr. Hart was one of the trustees under the mortgage. 

—Mr. N. E. Scott has been “ON General Traveling Pas- 
senger Agent for the Atlantic & Pacific and Missouri Pacific 
Railroads. 

—Mr. P. P. Dickinson, late Superintendent of the Poughkeep- 
sie & Eastern Railroad, has beeu appointed General Siete 
of the road. Mr. J. A. Perkins, late General Ticket Agent, has 
been appointed Superintendent, and Mr. A. W. Cable, General 
Freight and Passenger Agent. 

—At the annual meeting of the Kansas Pacific Company, held 
at Lawrence, Kan., May 1, Robert E. Carr, Adolphus Meier, C. 
S. Greeley, S. M. Edgeil, John D. Perry, F. W. Meister, B. W. 
Lewis, Jr., and Edwin Harrison, of St. Louis; Thomas A. 
Scott and M. Baird, of Philadelphia, and John McManus, of 
Reading, Pa., were elected directors. Robert E. Carr was re- 
elected President; Adolphus Meier, Vice-President; C. 8S. 
Greeley, Treasurer, and Charles B. Lamborn, Secretary. In the 
board of directors, Messrs. Meister and Harrison take the 

laces of W. M. McPherson, of St. Lonis, and William Thaw, of 

ittsburgh, Pa. 

—The corporators of the Lewes & Rehoboth Railroad Com- 
pany met in Wilmington, Del., recently and rey by the 
election of the following officers: President, Philip Quigley, 
Wilmington, Del. ; Secretary and Treasurer, John F. Quigley, 
Wilmington, Del.; directora—Allison White and Heury WwW. 
Kanago, of Philadelphia ; Francis W. Hughes and Guy E. Far- 
quahar, of Pottsville, Pa.; W. W. Dugan, of Washington City. 

—The corporators of the Breakwater & Frankford Railroad 
Company met at Millsboro, Del., April 19, aud organized by 
the choice of the following board of directors: John Hickman, 
—* Burton, Charles C. Stockley, Elisha W. Cannon, Wm. 
A. Gum, John T. Long, Joseph Morris, John M. Houston and 
Captain Henry Hickman. 

—The corporators of the Baltimore, Chesapeake & Delaware 
Bay Railroad Company met at Baltimore, Md., April 29, and 
elected the following officers: Dr. G. W. Goldsborough, of Car- 
oline County, Md., President; John P. Manlove, Secretary and 
Treasurer ; Dr. Alex. Hardcastle, of Queen Anne’s County, Md., 
Dr. R. W. Errickson, of Kent Island, Md., John B. Penningtop 
of Dover, Del., John P. Manlove, of Caroline County, Md., an 
Sydney C. Long, of Baltimore, directors. 

—Mr. J. H. McDonald, formerly in the employ of the Chicago 
& Northwestern Company, has been appointed Superintendent 
of Construction of the Mineral Range & L’Anse Bay Railroad. 

—At the annual meeting of the Central Ohio Railroad Com- 
pany at Columbus, O., April 30, the following directors were 
elected: H. J. Jewett, J KR. Swan, Wm. Dennison, John H. Hea- 
ten, Daniel Applegate, John King, Jr., W. B. Brooks, John H. 
Reiman, John W. Jenkins, W. H. Clement, Johu Harvey, W. C. 
Quincy and J. B. Ford. The Board organized by electing H. J. 
Jewett, President, Daniel Applegate, Treasurer, and Wm. Wing, 
Secretary. These are all re-elections. 


—At a meeting of the Uniontown and West Virginia Railroad 
Company in Uniontown, Pa., April 12, the following directors 
were elected to serve till the second Monday in January, 1874: 
Benjamin Perkins, of Philadelphia; George A. Thomson, Sam!. 
A. Gilmor, Alfred Howell, Daniel Kaine, F. H. Oliphant, A. E. 
Wilson, C. E. Boyle, senate M. —— Dr. Smith Fuller, of 
Uniontown, Pa.; Richard Irwin, Jr., Wm. P. Douglass, Edward 
Livingstone, of New York. The same day the board of direc- 
tors met and elected Benjamin Perkins, President ; Alfred How- 
ell, Secretary ; James ‘[. Redburn, Treasurer ; Charles E. Boyle, 
Solicitor. 

—Charles H. Seaver, of Bloomington, for some years Super- 
intendent of ‘Telegraph of the Chicago & Alton lines, has been 
promoted to be Assistant Superintendent of the road, in addi- 
tion to his supervision of its telegraph, and now has his office 
in Chicago. 








PERSONAL. 


—Mr. J. L. McCollum has resigned his position as Master of 
Transportation of the Alabama & Chattanooga Railroad. 


—Mr. Leverett Brown, a native of Massachusetts, formerly a 
resident of the city of New York, and of late years a 
railroad contractor in the West, chiefly in Iilinois 
and Indiana, died April 27, in Indianapolis. Mr. Brown, 
who was a young man at the time of his death, 
did a large amount of work on the Gilman, Clinton & 
Springfield, the Danville, Tuscola & Western, and other roads, 
sometimes in connection with his brother, Mr. J. B. Brown, of 
Chicago, and sometimes by himself. Thoroughly a gentleman 
and honorable in all his dealings, he was most warmly esteeme 
by all who knew him. 











TRAFFIC AND EARNINGS. 


—The earnings of the Erie Railway for the week ending 
April 23 were : 1873, $436,247 ; 1872, $434,179; increase, $2,068, 
or 04 per cent. 

—The earnings of the Kansas Pacific Railway .for the third 
week in April were: from passengers, $28,830.32 ; freight, $46,- 
446.06; mails, $2,055.31; total, $77,331 69. Of this amount, 
$3,880.05 was for transportation of troops, mails and govern- 
ment freight. 


—The earnings of the Marietta & Cincinnati Railroad for the 
month of April'were: 1873, $190,562; 1872, $145,858 ; increase, 
$44,704, or 30§ per cent. 

—The earnings of the Columbus & Hocking Valley Railroad 
for the month of April were: 1873, $93,188; 1872, $66,200 ; ia- 
crease, $26,938, or 40} per cent. 
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THE SCRAP HEAP. 


“Railway Business Exchange.” 

/ new York firm (E. F. Cook & Co.) has established, at No. 
41 Barclay street and No. 46 Park place, a place intended to be 
a rendezvous for railroad men of all kinds and those who deal 
w.th them, for the purpose of consultation, negotiations, etc. 
The premises are provided with desks, private consulting 
roo ar a telegraph office, etc., and dealers have access to them 
by ayn gan annual fee. The place is to be opened on Wednes- 
day tie [5th inst. 





NEW ROADS. 


OLD AND 
Kansas City & Memphis. 


A number of suits are now pending in the United States Cir- 
cuit Court at Jefferson City, Mo., on bonds issued by counties 
ir aid of this road. These bonds were originally issued in aid 
of the proposed Clinton & Kansas City and Clinton & Memphis 
branches of the Tebo & Neosho road. These branches were 
absorbed in the Kansas City & Memphis Company after the 
Tebo & Neosho had been cousolidated with the Missouri, Kan- 
sas & Texas Company. Some work, we believe, has been done 
on the road, but no portion of it was ever completed. Payment 

_ig now resisted on the ground that the branch lines were not 
legaliy organized or authorized, and that the Tebo & Neosho 
Onenpany bad no right to receive subscriptions except for its 
main line. The bonds on which suit is now brought were is- 
sued by Henry, Cass and St. Clair counties, Mo. 


Laclede & Fort Scott. 

Suits are now pending in the United States Circuit Court to 
enforces the payment on bonds issued in aid of this road by 
Dallas County, Mo. Payment is resisted on account of alleged 
irregularities in the issue of the bonds. 


Lexington, Lake & Gulf. 


Suit has been brought in the United States Circuit Court to 
compel Bates County, Missouri, to pay the interest on bonds 
issued in aid of this road. In defence, it is claimed that the 
bonds were voted to a company known as the Lexington, Chilli- 
cothe & Gulf, which subsequently consolidated with the com- 
pany in question, and that the issue of the bonds to the consol- 
idated company instead of the original corporation was illegal. 
Toledo, Wabash & Western. 

This company has put on the market a new loan of $5,000,000, 


the proceeds of which are to be used for re-laying the main line 
with steel rails. 


Texas & Pacific. 


Work on the western end of this line was begun at San Diego, 
Cal., April 21. Only a small force is at present employed on 
the ae The route next north of the straight route is 
adopted. 


Milwaukee & Northern. 


Track has been laid from Hulbert Junction (formerly Menasha 
Junction) north to Forest, five miles. 


Atlantic & Southeastern. 

This company filed its certificate of incorporation with the 
Secretary of State of Onio recently. The road is to extend 
rrom Salineville, O,,on the Cleveland & Pittsburgh road 63 
miles from Pittsburgh, southeast to Portland, on the Ohio 
River, a distance of about 33 miles. The capital atock is to be 
$500,000 and the corporators are John B. Baxter, William Kelly, 
A. B. Paul, Lesley Copeland, Jacob Copeland, Isaac Kirk, J. G. 
Lacock, Wiliam W. Orr and R. McGonagle. 


Winona & St. Peter. 

Redwood County, Minn., has voteda bonus of $30,000 for a 
branch road from Sleepy Eye Lake, 22 miles west of New Ulm, 
northward to the Minnesota River near Redwood Falls. i 

In the controversy between this company and the St. Paul & 
Sioux City, involving the title to sume 53,000 acres of Jand in 
Minnesota, and which was decided lately in tavor of the Winona 
& St. Peter by the Secretary of the Interior, it is said that new 
evidence has been discovered in the form of a map showing a 
prior location by the St. Paul & Sioux City Company in 1859. 
Application has been made for a rehearing of the case. 
Meetings. 

The annual convention of the Freight Agents*of the United 
States and Canada was to be held-at the Newhall House, Mil- 
waukee, Wis., May 7. 

The annual meeting of the stockholders and bondholders 
(who have votes) of the Chicago & Northwestern Railway Com- 
pany for the election of directors will bo held at the company’s 
office in Chicago, June 5, at one o’clock. 

The Chicago, Rock Island & Pacific holds its annual election 
in Chicago, on Wednesday, June 4, at 11 a. m. 

Central Vermont. 

It is said that this company, which is to succeed to the pos- 
sessions and leaseholds of the Vermont Central (and perhaps to 
its debts), will be under the control of the New York, Boston & 
Montreal Company. The Rutland road forms a link in a lead- 
ing line from New York to Montreal, but most of the property 
cannot be used advantageously as routes to New York, except 
from the country immediately along the lines. W. Butler Dun- 
can, T. W. Park, George H. Brown, J.Q. Hoyt, A. McKinney, 
Christopher Meyer, George H. Bissell. John H. Cheever, John 
8. Shultz and A. A. Selover, of New York, are named as the 
principal subscribers to the stock of the Central Vermont. 


Springfield & Northwestern. 

The contract for grading, bridging and ironing the road 
from Springfield, Ill., to Petersburg, about 18 miles, has been 
awarded to Cobleigh & Co., of Pekin, Ill. 


Boone Oounty & Jefferson City. 

This road was sold under foreclosure at Columbia, Mo., April 
23, and was bought by Mr. W. E. Burr, of St. Louis, far $30,000. 
The road extends from Centralia, on the St. Louis, Kansas City 
& Northern, southwest to Columbia, 22 miles. It is leased and 
operated by the St. Louis, Kansas City & Northern Company. 


Galveston, Harrisburg & San Antonio. 

The contracts thus far let on the extension of this road west 
from Columbus, Tex., are for 30 miles, from Columbus to High 
Hill. The contracts for the remaining ten miles of the exten- 
sion are not yet let. 


St. Louis & St. Joseph. 


Suits are now pending in the United States Circuit Court on 
bonds issued in aid of this road by Buchanan County, Mo., and 
the town of Lathop, Mo. Payment of the interest is sued fo 
and resisted on the ground that the bonds were not legally isr 
sued, not having received the Lecessary two-thirds majority 0 
the popular vote. 


Wisconsin Railroad Farm-Mortgage LandOompany. 

The Milwaukee (Wis.) Sentinel, of April 29, says ; 

‘* This company was organized to dispose of a remnant of the 
old La Crosse & Milwaukee land-grant for the benefit of those 
who had mactenged their farms to aid the railroad company. 
The company has just sold to Messrs. Runkel & Freeman, of 
Tomah, all their lands in Monroe County, consisting of 7,500 
acres. They have still remaining about 20000 acres of land 
lying in tne counties of Juneau, Sauk, Portage and Adams, 





The cash on hand now amounts to $32,000, and the losses sus- 
tained by the farmers already filed and proved up, amount to 
$950,000. Thatisa of what it cost the rural districts be- 
tween this city and La Crosse to get a railroad.” 


New York & Oswego Midland—New Jersey Division. 
Work onthe road through Bergen Hill to Weehawken has 
been commenced at N-w Durham, N. J. 
Rochester & State Line. 
This company made a connection with the New York Central 
at Rochester, N. Y., April29. It is said that the track-laying 
will now be pushed forward. 


Joliet & Valparaiso. 





Two lines have been corsoret for this road. The first line paes- 
es through the township of New Lennox, and the villages of Mo- 
nee and Crete, Will County, Ill., and Crown Point, Ind. The line 
crosses the Illinois Central, the Chicago, Danville & Vincennes, 
and the Columbus, Chicago & Indiana Central railroads, and 
connects at Valparaiso with the Pittsburgh, Fort Wayne & 
Chicago and the Peninsular Railway. The second line passes 
through Centerville, Ind., crosses the State line at Dyer Sta- 
tion, touches the village of Rich, Cook County, and Monee, 
Wili County, Ill. The length of the road will be about 53 miles, 
and the estimated cost of its construction is $20,000 per mile. 
— 2 line would be similar and within a few miles of the Joliet 
cut-off. 


New York & Oswego Midland. 

Work on the unfinished section from Walton to Liberty Falls 
is being pushed forward. Three working trains are on the 
road below Walton. The timber for the bridges and trestles 
oe been delivered, and there isa large quantity of iron at 

alton. 


Vinela |. 

This dis to be sold in Vineland, N.J., July2, under a fore- 
closure it brought by the Farmers’ Loan and Trust Company 
of New ork. The road is 474 miles long, from Atsion, on the 
New Je: y Southern, southwest to Bayside, on the Delaware. 
It is le..ed and operated by the New Jersey Southern Com- 


pany. 
Buffalo & a mestown. 

The work on this road is being pushed, and the company 
hopes to have the road completed to Eden Center, 20 miles from 
Buffalo, by June 1. The company has purchased a building on 


the corner of Exchange and Alabama streets, Buffalo, for its 
general offices. 


St. Louis, Kansas City & Northern. 

The round-house, oil .useand paint shop of this company 
at St. Louis were dex .yed by fire April 29. The buildings 
were of wood and not’ .y valuable, but four locomotives whic 
were in the round-h» o were badly damaged, and a passenger 
coach and sleeping: in the paint shop were destroyed. The 
loss was estimated 000. 


Paris, Danville Vincennes. 

The supervisors of Crawford County, Ind., have resolved to 
withdraw the aid offered to the Terre Haute & Southwestern 
road and to invest the amount in the above company. 


Central Pacific, 


Work has been commenced on the two short tunnels which 
will be required on the new line from Banta’s to Oakland and 
also on the heavy cut near Point Conchal. Steps are being 
— to secure the right of way where it has not already been 
taken. 


Northern Pacific— acific Division. 

Mr. J. B. Montgomery, the contractor for the extension of 40 
miles northward from Tenino, the present terminus, has com- 
menced work with a large force. It is said that for about half 
of this distance the work will be very light, but for some ten 
miles there will be pretty heavy grading. It is said also that 


some three miles of piling will be required and one bridge of 
considerable size. 


Chicago & Southwestern. 

Suit has been brought in the United States Circuit Court tu 
compel the payment of interest on bonds issued in aid of this 
road by the town of Plattsburg, Mo. The defense is thatthe 
bonds were fraudently issue 1, the town not having been legally 
incorporated. 


Mobile & Northwestern. 

A committee of the City Council of Mobile has made a report 
to the Council on the question af the bonds issued to this com- 
pany, which is now in financial trouble and unable to go on 
with the work on its road. The report closes with a recom- 
mendation that the Mayor beinstructed to demand the return 
of the $700,000 in bonds deposited by the city under its contract 
of July 15, 1871, with the company, and that the said bonds be 
cancelled and destroyed ; and, further, that the City Treasurer 
be instructed to refuse payment of interest on the $300,000 is- 
sued to the company under the same contract. The Gouncil 
has not yet taken action on the report. 


Parsons, Neodesha & Western. 

This company, recently organized at Parsons, Kan., purposes 
building a railroad from that place west through Neodesha to 
the Arkansas River, about 110 miles. 


Hopkinton. 


This proposed road is to extend from Hopkinton, Mass., 
northeast through Ashland, Framingham and Saxonville to 
Weston, on the line of the Massachusetts Central. The road 
will be about 12 miles long. : 


Ridgefield Park. 


The track is laid from the junction with the Midland above 
= Durham north to Schraaienburg, a distance of about seven 
miles. 


New Jersey Southern. 


This company has _ to the Committee on Securities of 
the New York Stock Exchange to have its bonds put on the 
list and has furnished the following statement : 

**Consolidated 7 a cent. mortgage bonds, dated April 7, 
1873. Mature April 1, 1903. Principal and interest pe in 
New York city, in currency. Interest payable April 1 and Oc- 
tober 1. Denominations, $1,000. umbered 1 to 7,000, in-- 
om. $7,000,000. Trustees: John R. Garland, Walter B. 

almer. 

“Statement of New Jersey Southern Railroad and branches 
covered by the above-described consolidated bonds—New Jer- 
sey Southern Railroad : Port Monmouth, via Eatontown Junc- 
tion to Long Branch, 14} miles ; Eatontown Junction to Man- 
chester, 25 miles; Manchester to Toms River, 74 miles; Man- 
chester to Atsion, 29} miles ; Atsion to Atco, 9} miles. Total, 
854 miles. First-mortgage bonds, $2,120,000. Second-mort- 
gaze bonds, $1,000,000, Long Branch & Sea Shore Railroad. 
—Sandy Hook to Long Branch, stock owned by New Jersey 
Southern, 11 miles; first-mortgage bonds, $200, Toms 
River & Waretown Railroad.—Tome River to Barnegat Junction, 
13 miles. Pemberton & New York Railroad.—Whitings to Pem- 
berton Junction, stock owned ty New Jersey Southern 
18i miles; first-mortgage bonds, $375,000. Vinelan 
Railway.—Atsion to Bayside, 46 wiles. Maryland 
& Delaware Railroad.—Clayton to Oxford, 54 miles ; first-mort- 
gage bonds, $850,000 ; second-mortgage bonds, $150,000. Kent 
County Railroad, —Massey’s Cross to Chesapeake Bay, 





274 miles ; total constructed, 255} miles; being constructed, 10 
miles; first-mortgage bonds issued, $100,000; first-mortgage 
bonds unissued, $300,000. Total, $4,795,000. New Egypt & 
Farmingdale Railroad. — Long Branch to New Egypt, being con- 
atructed, 42 miles. Smyrna & Delaware Bay Railroad.—Bom- 
bay Hook to Massey’s Cross Roads, being constructed, 30 miles; 
total, 72 miles. Grand total, 3274 miles. 

¥1.‘* Also, all bridges, rights of way, land, depots and buildings ; 
all leases, ferries and ferry franchises, car shops, machine 
shops; all boats, vessels, locomotives, cars, etc., etc., now 
owned or hereafter to be acquired, as per terms of mortgage. 
This series of bonds represents the only and entire funded debt 
of the New Jersey Southern Railroad le ee after the bonds 
of all said consolidated railroad companies shall have been ex- 
changed. The consolidated bonds for the conversion of out- 
standing bonds, amounting to $4,795,000, are held by the 
trustees, John R. Garland and Walter B. Palmer.” 


Missouri, Kansas & Texas. 
Surveys have been completed for the Texas line from Deni- 
son as far west as Gainesville, in Cooke County, about 40 miles. 


Keokuk & Kansas Oity. 


Suit has been brought in the United States Circuit Court at 
Jefferson City, Mo., on bonds issued by Macon County, Mo., in 
aid of this road, formerly known as the Missouri & Mississippi. 
The county made two subscriptions, each of $175,000, one in 
1867 and one in 1870. It is now claimed that the second sub- 
—. was not legally made, and payment of the interest is 
resisted. 


Long Island. 
A large force is at - on the new branch from this road from 
Corona to Flushing. It is expected that the road will be com- 


pleted by July 1. 
Wisconsin Central. 


The Ashland (Wis.) Press says that orders have been is- 


sued to resume work on that (the northern) end of the road at 
once, 


Taunton Branch. 


The negotiations for the poeshane or lease of this road b 
the Boston, Clinton & Fitchburg Company have so far failed, 
but arrangements have been made by which that company will 
run through trains over the Taunton Branch. The Boston, 
Clinton & Fitchburg’s newly acquired New Bedford & Taunton 
road is separated from its other lines by this Taunton Branch 
road, which extends from Taunton to Mansfield, 11 miles, 


Providence & Springfield. 


Track-laying has been commenced and has progressed as far 


as Dyervillo. It is expected that the road will be opened to 
Burrillville, 20 miles, in June. 


New York, New Haven & Hartford. 

Ground has been broken for a new car shop and an extension 
of the repair shops at Hartford, Conn. It is eaid that an ex- 

ress train is tobe put on this season, to run from New York to 

ston (234 miles) in seven hours, or one hour and a half less 

than the present time. 

Steel rails are now being laid between Norwalk and Westport, 
the only section of the road still laid with iron. 


Rochester & Auburn. 


Meetings have bean held in Rochester, N. Y., and a commit- 
tee appointed to take the necessary steps preliminary to the 
organization of a company to build the proposed road from 
Rochester to Auburn, along the line of the Erie Canal. 
Alabama & Chattanooga. 

The Montgomery (Ala.) Advertiser says: ‘‘ We have reason 
to state with some confidence that the assignees in bankruptcy 
have made a deed to the State, giving full title under the bank- 
rupt sale, and that, consequently, the balance of the purchase 
money, being the sum of $235,000, has been paid into court by 
the New Orleans & Northeastern Railroad Company. If this 
first step under thecontract of sale of the Alabama & Chatta- 
nooga road and lands between the State and the New Orleans 
company, r¢ceutly ratified by the Legislature, has been taken 
in good fu:th by the purchaser, it affords the strongest assur- 


ance that the entire contract will be promptly and properly per- 
formed. 


Toledo & Oolumbus, 


The city of Columbus, O., has voted to issue bonds to the 
amvunt o} $300,000 in aid of this road. This is the line known 
as the ‘‘ West Line” between the two places. 

Toledo, O., also voted in favor of raising $200,000 in aid of the 
road, by a vote of 1,465 to 563. 


Western Union. 


The offices of the Secretary and Treasurer were removed 
from Racine, Wis., to Milwaukee, May 1. 


Richmond & York River. 


This road was sold at auction in Richmond, Va., May 2, and 
was purchased by-Thomas Clyde and R. 8S. Burrows for $350,000. 
Both these gentlemen are large holders of the bonds of the 
road, and Mr. Clyde 1s a large owner of steamboats. It is said 
that the purchasers will organize a new company under the 
name of Richmond & Chesapeake. The road extends from 
Richmond to West Point on the York River, 38 miles. The 
bonded debt is about $300,000, on which no interest has been 
paid for some time. 


Maine Central. 


The directors of this company have resolved not to rebuild 
the bridge over the Kennebec at Kendall's Mills which was re- 
cently burned, but to build about tour miles of new road on the 
east bank of the river from the bridge to Winslow. The present 
road crosses the river at Kendall’s Mills and recrosses it be- 
tween Waterville and Winslow, and the new line will avoid both 
these crossings. The old line from Winslow to the west end of 
the burned bridge will be used for local traffic. The burned 
bridge was of wood and about 2,000 feet long. 


Pennsylvania, 


The Harrisburg (Pa.) S’ate Journal gives the following state- 
ment of the number of freight cars passing Mifflin, on the 
Middle Division during the mouth of April, 1873 : 











EASTWARD. 
Produce 7.832 
Live stoek 3.765 
Line cars . 5,367 
Coal and lumber 17,653 
CL Gi hb ihicedsi kid cetini aAOb abt 6 biehomembaiiweueliniel 144 
35,761 
i chudsevadakedt beat ovbienesseriescasseashacsuods 7,025 
6s: cuebsibbas snbeknisaanehteeesntinenvoutakids 30,053 
EE TT re ee ee Te 72,839 


An increase of 10,019 cars run over the month of March, 1873, 
and an increase of 20,584 cars over the month of April, 1872. 


Baltimore, Ohesapeake & Delaware Bay. 

This company, recently chartered by the Delaware Legisla- 
ture, has been — and steps will be taken to build the 
road at once. It is to extend from Harrington, Del., the junc- 
tion of the Delaware and Junction & Breakwater roads, west 








through Greensboro to Queenstown, Md., on Chesapeake Bay, 
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from which point a line of steamers will run to Baltimore. The 
road will be about 35 miles long. . 


Indianapolis, Bloomington & Western. 

The Bloomington (Ill.) Pantagraph says that five construc- 
tion trains have been at work between that that place and In- 
dianapolis, repairing the damages done by the past winter. 
About 20 miles of steel rails are to be laid on the Western Di- 
vision this spring. 


New Oastle & Franklin. 

The grading and masonry of the first ten sections of the road 
are completed, and track-laying will soon be commenced at 
New Castle, Pa. It is expected that the road will be in opera- 
tion to Mercer, 20 miles, by July. The line from Mercer to 
Stoneboro, 12 miles, is to be put under contract next month. 


Northern Pacific. 

The directors have reso'ved to change the name of the town 
at the crossing of the Missouri. which will be the terminus of 
the road for the present, from Edwinton to Bismarck. 


Ashtabula, Youngstown & Pittsburgh. ° 
The first regular train left Warran, O., for Pittsburgh, Apri 
28, and regular trains will be run over the road hereafter. 


Sheboygan & Fond du Lac. 


The machine shops of this company at Sheboygan, Wis., were 
destroyed by fire early on the morning of April 29. The shop 
and tools were entirely destroyed, with three locomotives which 
were under repair. The lossis estimated at $75,000, and there 
is no insurance. 


Louisville, Wabash & Toledo. " 

This company filed its articles of incorporation with the Sec- 
retary of State of Indiana, May 2. The road is to extend from 
Rushville, Ind., north to Marion, about 70 miles. At Rushville 
the road will connect with a projested road from that point to 
North Vernon, and at Marion with the Cincinnati, Wa bash & 
Michigan. The eapital stock is to be $2,000,000. 

Philadelphia & Reading. 

The Mayor of Philadelphia has given notice to this company 
to discontinue the use of locomotives on Willow street, Phila- 
deiphia, after May 1. The company obeyed the order under 
protest, and will appeal to the courts to settle the question as 
to its right to use steam power on the street in question. 


Nashua & Rochester. 

At the annual meeting held in Nashua, N. H., May 1, the 
stockholders voted to fix the capital stock of the company at 
$800,000. and to ask the Legislature for authority to issue bonds 
to complete the road. 


Missouri, Kansas & Texas. 
The Chief Engineer of this road has located the ground for 


the buildings for the main shops at Parsons, Kan. A round 
house holding 28 engines has already been completed at that 


place, and a machine shop 100 by 300 feet is ready for the roof. - 


The additional buildings proposed are a blacksmith shop, 60 by 
200 feet; boiler shop, 65 by 120 feet; copper and tin shop, 30 
by 72 feet: iron foundry, 60 by 180feet; brass foundry, 30 by 
36 feet; cleaning room, 30 by 70 feet; car shop, 85 by 250 feet ; 
car machine shop, 85 by 200 feet; paint shop, 90 by 250; oil 
room, 24 by 24 leet; two store rooms, one 60 by 120 feet, and 
one 40 by 50 feet ; and an engine reom 50 by 50 feet. There 
are to be two transfer tables with pits 90 by 250 feet. The shops 
are to of ent stone and will be the main shops of the company. 

The passexger rolling stock is being fitted with the Westing- 
house air brake. 


Atlanta & Richmond Air Line. 

Trains now run from Charlotte, N. C., to Greenville, S. C., a 
distance of 110 miles, the gaps between Spartanburg and Green- 
ville and Greenville and Broad River having been filled up, by 
laying about 42 miles of new track. Beyond Greenville, west- 
ward, the track has been isid for about 15 miles, leaving only 45 
miles from tbat point to the present terminus of the western 
end of the road, 86 miles from Atlanta. On this the grading is 
nearly completed, and it only remains to lay the track and put 
up the superstructure of the bridges over the Seneca, Chaugee 
and Tugaloo Rivers. : 

A temporary injunction has been issued by the United States 
District Court for South Carolina on the suit of the Blue Ridge 
Railroad Company to restrain this company from doing work 
upon any portion of the line of the said Atlanta & Richmond 
Air Line Railroad, which is upon or within the right of way of 
the said Blue Ridge Railroad in South Carolina. 


New Orleans, Mobile & Texas. 

This road is advertised to be sold in New Orleans, June 7, un- 
der a decree of the United States Circuit Court for the district 
of Louisiana, in a su:t brought againat the company for the 
non-payment of interest on its bonds. The road is to be sold 
in four lots or parcels, as follows: First, the road from Mobile 
to New Orleans ; second, the Louisiana Division from Westwe- 
go, opposite New Orleans, on the Mississippi, to a point 70 
mniles from Westwego ; third, the road as located from this lat- 
ter point to the Sabine River; and fourth, the road from the 
Sabine River to Houston, Texas. 


Paducah & Memphis. 


A dispatch from Memphis, Tenn., says that arrangements 
have been made for the ironing of this road from Memphis 
northeast te Covington, Tenn., 40 miles, by July 1, and it is 
hoped that the gap between Covington and Troy will be filled 
by October 1. From Troy to Paducah, Ky., the road is com- 
pleted. 


East St. Louis & Oarondelet. 

The name of the American Bottom Lime, Marble & Coal Com- 
pany has been changed to that of the East St. Louis & Caron- 
delet Railway Company, by a vote of the stockholders. 


Toledo & St. Louis Air Line. 


The certificate of consolidation of this company, formed b 
the consolidation of the Toledo, Thorntown & St. Louis anc 
the St. Louis, Shelbyville & Detroit companies, has been filed 
with the Secretary of State at Springfield, Ill. 

Southwest Pennsylvania. 

Regular trains are now running from Greensburg, Pa., on the 
Pennsylvania roas, 31 miles east of Pittsburgh, to Connells- 
ville, a distance of 24 miles. The road has been leased to the 
Pennsylvania Railroad Company for five years, the lessees fur- 
nishing motive power and rolling stock. The stockholders will 
receive one-third of the earnings of the road, after deducting 
the expense of employees and repairs. 


Texas & Pacific. 


A correspondent of the San Diego (Cal.) Union, writing from 
Tucson, Arizona, under date of April 17, says : 

** Mr. John E. Thomas, Principal Assistant Engineer of the 
Texas & Pacific Railway survey, with his party of engineers, 
arrived in Tucson yesterday, the 16th inat. Mr. Toomas has 
just completed the survey of the line from Mesilla, New Mexi- 
co, to the Pima Villages in Arizona. This line strikes the Gila 

tiver at the month of the San Simeon Valley, and at the head 
of Pueblo Viejo Valley, and follows thence down the Gila to the 
Pima Villages. This is the fourth line that has been surveyed 
in Arizona from the East by the Texas & Pacific engineers, 
Tho several lines that have been run are as follows: First, by 
the Arivaypa Canon, via Camp Grant and the canon of the Gila ; 
second, by the Rio San Pedro, striking that river near the Tres 


Alamos settlement, thence to the Gila. Third, by Tucson, 
thence following the course of the Rio Santa Cruz to its inter- 
section with the Gila. Fourth, on the line run by Mr. Thomas, 
by the San Simeon Valley, down the Gila, to the Pima Villages. 
The distances by the several routes surveyed from El Paso on 
the Rio Grande to the Pima Villages are found to be as follows : 
By the second, Rio San Pedro, 414 miles. By the third, Tuc- 
son, 401 miles. By the fourth, San Simeon Valley, 402 miles. 
One more line will yet be run, commencing at the intersection 
ot the Sonata with the Santa Cruz, and running thence east to 
the Rio Grande by the most practical route.” 


Broad Ford & Mt. Pleasant. 

This road has been leased to the Southwest Pennsylvania 
Railway Company for 99 years. The stockholders have the op- 
tion either to accept one-third of, the gross earnings of the road 
with a guaranty that this shall not be less than 6 per cent. on 
the stock, or take 8 per cent., payable semi-annually, on 
$160,000; the stockholders individually of the leased road, 
moreover, will have the privilege of exchanging at any time 
ns a face for face for Southwest Pennsylvania Railway 
steck, 

On the afternoon of April 30, an attempt was made by the 
Pittsburgh, Washington & Baltimore Company to restore the 
connection with this company at Broad Ford, Pa., which was 
destroyed some weeks ago, but the workmen were driven off 
and two small bridges burned, thus effectually preventing the 
connection for the present. 

The Pittsburgh, Washington & Baltimore Company has filed 
a bill in equity to prevent further interference with its alleged 
rights. Argument will be heard in the Supreme Court at Har- 
risburg next week. 

New Haven, Middletown & Willimantic. 

It is announced that regular freight trains will begin to run 
from New Haven to Willimantic about the middle of May, and 
that express trains by this route from New York to Boston will 
be put on about June 1. 


Jacksonville, Pensacola & Mobile. 

The portion of the road from Lake City, Fla., to Quincy 
(orig nally the Pensacola & Georgia road) and the branch from 
Tallahassee to St. Marks are advertised to be sold in Tallahas- 
see, July 7, by order of the United States Circuit Court, in a 
suis instituted by the bondholders of the old. Pensacola & 
Georgia road. 


Nashua & Rochester. 


At the annual meeting of this company at Nashua, N. H., 
May 1, the stockholders voted to make tke capital stock $800,- 
000, and to ask authority from the Legislature to issue mort- 
gage bonds to complete the road. 


Mobile & Ohio. 


At the annual election in M \bile, April 17, the stockholders 
voted to increase the capital stock, as recommended in the 
annual report, by a vote of 29,982 in favor of the increase to 816 
against it. One share of new stock isto beissued for each 
share of old stock, 25 per cent. (or $25) to be paid on each 
share, the remaining 75 per cent. to be regarded as a dividend, 
represented by property acquired by the company and paid for 
out of the earnings of the road. The amount of new stock 
thus issued will be $4,466,475.84. 


St. Louis & Southeastern. 

The following circular has been issued to the section-men of 
the St. Louis Division, signed by A. E. Gaylord, Roadmaster 
First Division, and Michael Sullivan, Roadmaster Second Divis- 
ion, and approved by George 8. Winslow, Superintendent St. 
Louis Division : 

“Upon the 1st day of July, 1873, we shall make a thorough 
inspection of this division, accompanied by the Superintendent, 
and shail award the following premiums: 

For the best section an Niaie da ee Rabe. eK eKeketnee $50 00 


“ 


second rated section 


Mecha) bb. aie han ne ea a aas en eenenceneh 30 00 
eT NENT OMEN cig i c0 sas ucciceS acs tush ako-cecieenee 15 00 
SS FD EI EN Sib ncine iceesabs wesv aes cmnee aweseecances 20 00 


‘“*We shall take into consideration the advantages each fore- 
man shall receive in the way of tools, etc., and shall pay par- 
ticular attention to the condition of ditches, cattle-guards, 
curves, culverts, etc. ; also to the alignment of the track. Due 
consideration will also be paid to the localities of the sections, 
and the natural difficulties to be overcome. 

** All the scra», old ties, rails, etc., must be piled before that 
date at the station nearest the center of each section. The re- 
covery, and delivery to the agent nearest the point of finding, 
of merchandise and company material lost from trains in tran- 
sit, aud the proper notification of same to the Roadmaster, will 
be pesos to the credit of the section foreman in making the 
award, 

‘* Where the ground slopes toward the track the surface ditch 
on outside of the cuts must be at least ten feet clear of the to 
of the slope. And where ditches are cut inside of fills, their 
inside slope must be at least ten fect from the foot of the 
bank.” 
Martinsburg & Potomac. 

The Winchester (Va.) News states the termsrof the agree- 
ment recently made between this company and the Cumberland 
Valley as follows : ‘** The Cumberland Valiey Company advances 
$170,000 additional to complete the road to Martinsburg from 
the river. This added to previous advances makes $344,000 
contributed by the Pennsylvanians against a county subscription 
by Berkeley of $120,000 and the private subscriptions of her cit- 
izens (or citizen?) to the magnificent amount of $7,500. 

“The Berkeley and private stock is, by the new arrangement, 
to be preferred stock, entitled toa dividend of not less than 
8 per cent. before the Pennsylvanians receive any.” 

The Cumberland Valley Company is also to be represented in 
the board of directors of the other company. 


Wilmington, Charlotte & Rutherford. 

It is stated that this company is ro be re-organized by the 
bondholders under the name of the Carolina Central Railroad 
Company. 


Philadelphia & Reading. 


It is said that this company has determined to build forty 
colliers, to be employed in the shipping trade from the Port 
Richmond, Philadelphia, wharves. he company is having two 
stcam iron colliers built at Chester on an improved plan, to 
be immediately followed by others, to be of two classes, and to 
cost $200,000 and $130,000 respectively. They are built from 
models made by Samuel Archbold, the well-known marine 
architect. The company intends to establish a*shipbuilding 
yard at Port Richmond coal depot, where it will build its own 
vessels in the future. The yard will be completed and in oper- 
ation inabout eighteen months. The toois for this establish- 
ment are now under contract, and are being manufactured by 
Wm. Sellers & Co. and Wm. Bement & Sons, of Philadelphia. 


Grand Trunk, 


The report of the Engineer for the last half-year of 1872 states 
that the total renewals of rails during 1872 were 236 miles, of 
which 1823 was of steel and 53} of rerolled iron. This isa re- 
newal of a little more than one-sixth of the track—17} per cent. 
There was at the close of the year 2914 miles of steel in the 
track. In the last half of the year 159 miles of steel and 274 of 
rerolled rails were laid. Ballusting was put on 174 miles of 
track, at an average cost of 30 cents per cubic yard. The num- 
ber of new ties put down was 909,564. ‘‘ Up to this date 91 





steel rails have cracked in the track, but causing no accident. 
These yails were, to all external appearance, sound ; in some 





cases the fractures showed flaws in the inside. This quantity 
of broken steel rails forms about 7-100ths of one per cent. on 
the total quantity laid. The quantity of jiron rails broken in 
track up to this date for 1871 and 1872 is as foliows: winter of 
1871-2, 3,677; winter of 1872-3, 1,823. This decrease in the 
quantity of broken iron rails shows the benefit we are receiving 
from the steel rails. The condition of the permanent way is 
much more satisfactory than it has been for years, and the 
wear of steel rails being free trom abrasions, laminations and 
bruises, so common with iron rails, shows the economy of re- 
leasing the iron rails as speedily as possible. The steel rails 
being laid in long lengths or sections, one of which is now 86 
miles, also prove the economy of keeping them as much as 
possible together, and the running of trains has shown very 
plainly this winter the marked improvement in the permanent 
way.” 


New York, Washington & Western. 

This company, which recently filed its articles of incorpora« 
tion at Annapolis, Md., proposes to build a railroad from 
the District of Columbia line northeast to and across Chesa- 
peake Bay, and then through Kent County to a a with 
the projected New Jersey & Delaware Central. There is also to 
be a branch from the main line to the Baltimore & Ohio, near 
the Relay House. The capita! stock is to be $2,500,000, and the 
corporators are William Bell and William G. Thomas, of Perth 
Amboy, N. J.; Samuel J. Adams and Benjamin Smith, of Craw- 
ford, x. Y.; Chas. E. Wetherell and Samuel Wetherell, of Bal- 
—_— and William E. Wicks, of Chestertown, Kent County, 
a . 


Lafayette, La Salle & Clinton. 

The engineers completed, April 30, the survey of a line from 
La Salle northwestward 32 miles on nearly an air line to a junc- 
tion with the Mendota & Clinton line of the Chicago, Burlington 
& Quincy Railroad at Walnut, which is 38 miles from Clinton 
by the existing line, which is about as short as can be made. 


Milwaukee & St. Paul. 


The Winona (Minn.) Republican says that regular trains com- 
menced running onthe new ‘ River road,” from Winona to La 
Crescent, April30. The road bas been completed for some 
time, but no regular trains have been run. 


Hawkinsville & Eufaula, 


The contract for building this road has been let to Col. A. J. 
Lane, and work was commenced at Hawkinsville, Ga., April 17. 
Dividends, 

The following dividends are payable in May : 

The Boston & Albany will pay its regular half-yearly divi-. 
dend of 5 per cent. 

The Boston & Providence will pay a half-yeacly dividend of 5 
per cent. 

The Boston, Concord & Montreal will pay a half-yearly divi- 
dend of 3 per cent. on the preferred stock. 

The Concord Railroad will pay a half-yearly dividend of 5 per 
cent. 

The Manchester & Lawrence will pay a half-yearly dividend 
of 5 per eent. 

The Nashua & Lowell will pay a half-yearly dividend of 5 per 
cent. 

The Cedar Rapids & Missouri River will pay a half-yearly 
dividend of 14 per cent. on the common stock. 

The Cincinnati, Sandusky & Cleveland will pay a half-yearly 
dividend of 3 per cent. on the preferred stock. 

The Pullman Palace Car Company will pay a quarterly divi- 
dend of 3 per cent. 


Pacific of Missouri. 

In order to finally settle the question of the constitutionality 
of the act of 1868, under whicao the road was sold to the stock- 
hoiders for $5,000,000 and released from the balance of the State 
lien of $13,000,000, the Governor of Missouri will shortly adver- 
tise the road for sale to satisfy the balance of the State’s lien, 
$8,000,000. It is expected that the company will at once apply 
for an injunction, and the case will thus be brought before the 
Supreme Court at once. Resolutions passed by the late Legis- 
lature directed that steps should be at once taken to test the 
constitutionality of the act. 

The notice of the sale of the road, to satisfy the State lien, 
has been postponed until*the counselon both sides—for the 
State and the company—can make all the necessary prepara- 
tions. 


Horse Railroads in Japan. 

Mr. P. R. Chandler, of Chicago, lately a director of the Chi- 
cago & Alton Railruad and Superintendent of the Union Stock 
Yards, sailed from San Francisco, April 16, for Japan, where he 
is to act as agent of a contracting firm which purposes to con- 
struct 20 miles of horse railroad in that country. 


Hannibal & Oentral Missouri. 


This road extends from Hannibal southwest to Moberly, Mo., 
70 miles, and is now leased and operated by the Toledo, Wa- 
bash & Western Company. The stock is mainly owned by the 
towns and counties along the line. Itis said that negotiations 
are on /oot by which the road is to be transferred to the Mis- 
souri, Kansas & Texas Company, and the towns and counties 
are to be asked to transfer their stock to that company. This 
would oe the te:minus of the Missouri, Kansas & Texas to 
Hannibal. 


Arkansas Railroad Land Bill. 

This bill, which has been approved by the Governor, grants 
to variousrailroad companies in Arkansas the lands forfeited to 
the state for non-payment of taxes. The principal beneficiaries 
will be the Kansas City & Memphis Company, which will re- 
ceive about 1,000,000 acres, and the Memphis, Pine Bluitis & 
Shreveport, about 850,000 acres. 


Reduction in Rates. 

The various roads diverging from Memphis, Tenn., have 
given notice ofa reduction of 15 cents per 100 lbs. on cotton 
shipped eastward. The rate on cotton from Memphis to New 
York is now $1.05 per 100 lbs. 


Pittsburgh, Washington & Baltimore. 
Work onthe second track between Pittsburgh andjMcKeesport 
has been resumed. Much of the grading was done last season. 
The company will soon begin to run trains from Pittsburgh 
to Washington withoutchange. The trains will run over the 
new Metropolitan Branch of the Baltimore & Ohio. 


Buffalo Valley. 


Arrangements have been made for the speedy completion of 
this road, which is to extend from Berlin, Pa., southwest to the 
Pittsburgh, Washington & Baltimore road at Garrett’s, 108 
mules from Pittsburgh. The road will be about nine miles 
jong. 


Issues of Bonds by Illinois Companies. 

The Illinois Senate has passed a law authorizing any railroad 
company organized under laws of that State in force before 
March, 1872, to borrow any sums of money “ necessary for com- 
pleting, furnishing, improving or operating” its railroad and 
secure the loan by a mortgage on its property, with the concur- 
rence ot holders of two-thirds of the stock, and the directors 
may authorize the conversion of the principal owing on such 
bonds into capital stock within ten years after the date of the 
bond. There is no limitation whatever on the amount that 
may be borrowed or converted into stock, except that the sums 
borrowed must be expended for improyements and additions to 
the property, 














